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Twelve Atlas Copco 
Air Hoists 
do four years 2 


at ee | 


precision work... Fe 
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without a single day’s failure. Four years ago Briggs 
Motor Bodies, a Ford subsidiary company, installed 
twelve Atlas Copco air-hoists in their Southampton fac- 
tory. They have proved a most worthwhile investment. 
Atlas Copco air-hoists are easily controlled at low speeds 
without costly additional mechanism; this means that 
heavy parts can be lowered accurately with the minimum 
of manhandling. And it saves a great deal of time where 
accurate placing is vital. Furthermore, the radial air pis- 
ton air motor’s low air consumption makes the hoist very 


economical in operation. Add to this the fact that in this 





factory not one of the twelve air-hoists has broken down 





in four years’ constant use, and you will see the obvious 


advantages Atlas Copco can give you. 


World-wide sales and service 


The Atlas Copco Group puts compressed air to work for 





the world. It is the largest group of companies specialising 
in the development and manufacture of compressed air 
equipment. Itembraces Atlas Copco companies or agents 
manufacturing or selling and servicing Atlas Copco 
equipment in ninety countries throughout the world. For 
further details of the equipment featured here, contact 
your local Atlas Copco Company or Agent. If you have 
any difficulty, please write to:—Atlas Copco AB, Stock- 
holm 1, Sweden, or Atlas Copco (Great Britain) Ltd, 
Beresford Avenue, Wembley, Middlesex. 
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Sitlas Copco Manufacturers of Stationary and Portable Compressors, 


Rock- Drilling Equipment, Loaders, Pneumatic Tools and Paint-Spraying Equipment 
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Railway Staff Reductions 


‘ese is nothing new in the prospect of reductions in 
the staff of British Railways, for the introduction 
of more mechanised handling equipment 
signalling apparatus, to name Only two of the measures 
envisaged in the modernisation plan, implies that the 
labour force needed to perform the functions concerned 
will be reduced. The situation was put squarely to the 
conference of the General Federation of Trade Unions at 
Blackpool last Monday by Mr. W. P. Allen, Manpower 
Adviser to the British Transport Commission, when he 
gave a warning that British Railways will have to cut 
their staff by 10-12 per cent if the railways are to be run 
economically and the modernisation plan is to be fulfilled. 
Even when allowances are made for differing conditions in 
Europe and the United Kingdom, the recent “ Economic 
Survey of Europe in 1956” underlines the fact that 
British Railways are relatively overstaffed. There is, of 
course, no suggestion that some 60,000 men and women 
are to be thrown suddenly on to the labour market. The 
scaling-down process will take up to 15 years and natural 
wastage should suffice to achieve the reduction necessary. 
It seems probable that it is not the prospect of staff 
reductions which is exercising the trade unions—higher 
productivity per man should mean more pay for their 


and modern 
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members in the long run—but the need for some men, 
long established in a particular grade, to take up new 
types of work in other grades. It is believed, however, 
that the National Union of Railwaymen and the Transport 
Salaried Staffs’ Association have come to an understanding 
with the Commission on measures to relieve hardship in 
such cases. As far as possible, surplus staff will be found 
other work in their present districts and, if they have to 
take posts carrying lower pay, will keep their original 
rate of pay, in most cases, for three years. The Asso- 
ciated Society of Locomotive Engineers & Firemen, which 
is troubled by the vexed question of whether one man or 
two are needed in the driving cabin of diesel and electric 
locomotives, is still discussing the point with the N.U.R., 
but is likely to resume talks with the Commission in the 
near future. Whatever form the final agreement may take, 
the trade unions have Mr. Allen’s promise that work will 
be offered to everyone affected. 


British Railways Efficiency 


‘THE occasion of the inspection of the British Transport 

Commission Work Study Training Centre at Watford 
last Friday was used by Sir Brian Robertson, Chairman 
of the Commission, to comment on some observations in 
the “Economic Survey of Europe,” discussed editorially 
in our issue of May 10. He believes it right that attention 
should be drawn to the report, which stated that the 
utilisation of wagons on British Railways was the lowest 
in Western Europe and the turnround time almost the 
longest, because it refers to something serious which must, 
as the Commission is well aware, be put right. The 
remedy, he considers, lies partly in getting wagons un- 
loaded more quickly by customers—and indeed by British 
Railways themselves—and partly in the modernisation of 
marshalling yards. The general fitting of continuous 
brakes to freight trains, which, like marshalling yard 
mechanisation, is an integral part of the modernisation 
plan for British Railways, should also help to reduce turn- 
round time. On the poor showing of British Railways in 
respect of number of employees per traffic unit, he com- 
mented pertinently that straight comparisons between 
foreign and British railways can be misleading, as on the 
Continent many tasks are let out to contract. 


Pullman Service 


HE sound policy of the British Transport Commission, 

of extending Pullman car facilities on British Rail- 
ways main-line services, is exemplified in the relatively 
recent introduction in the Western Region—where Pull- 
mans had not been seen for many years—of the ‘“ South 
Wales Pullman” train; and in the plans referred to in our 
March 29 issue, and now being implemented, for all- 
Pullman, high-speed, diesel-electric trains to run in the 
Western Region between Paddington and Bristol, and 
Paddington, Birmingham and Wolverhampton, and in the 
London Midland Region between St. Pancras and Man- 
chester. That is recognition of the existence of a demand 
for the particularly high standard of service and comfort 
provided by the Pullman Car Co. Ltd. The decision was 
wise, that the company should continue to function as a 
separate organisation after acquisition of its ordinary 
share capital by the Commission, so perpetuating the Pull- 
man name and tradition and all that that implies. Petrol 
rationing caused many motorists to use Pullman services; 
by all accounts, every effort has been made to ensure that 
their experience will make them, now that petrol rationing 
has been abolished, regular Pullman travellers. 


Work Study at Watford 


Wil the opening of its Work Study Centre at The 
Grove, Watford, the British Transport Commission 
has put into use what must be one of the finest such 
establishments in the country. The centre should be a 
source of inspiration to the senior officers who undertake 
courses there, and, to judge from the experimental work 
in progress last Friday, when, as reported on another 


ed 
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page, it was visited by Mr. G. R. H. Nugent, Parliamentary 
Secretary to the Ministry of Transport & Civil Aviation, 
and Sir Brian Robertson, Chairman of the British Trans- 
port Commission, may well produce, as by-products of 
training, better ways of tackling some ot the specific 
railway problems set as exercises for the students. The 
courses, though covering the most modern theories on 
work study, are also practical, and involve the students in 
work with hammers and spanners as they reproduce work 
actually done in workshops, and so on, to study the 
processes involved. A syndicate of students engaged in 
dismantling vacuum brake cylinders, for example, may 
well have a contribution to make to the planning of 
workshop layouts which will enable vast numbers of these 
cylinders to be maintained when they are fitted to all 
British Railways rolling stock. 


Service with Courtesy 
"THE need for the improved train services in British 
Railways summer timetables—the best summer 
services since before the war—to be accompanied by 
courteous personal service to passengers is emphasised 
by “The Man on the Line” in the current issue of 
British Railways Magazine. As he explains, summer is 
the season when many people travel by rail for the first 
time and others are renewing a once-a-year acquaintance 
with the railways. The peak holiday periods are 
inevitably those when railway staff concerned with pas- 
sengers are working at their hardest and there is a human 
tendency to feel aggrieved when a passenger, for example, 
asks a question about platforms or train times which 
could have been answered by a glance at an indicator. 
Nevertheless, the bewildered occasional passenger will 
remember courtesy shown in matters such as this, and 
every show of goodwill is a selling-point for railway travel. 
The majority of railwaymen are invariably helpful to 
passengers but “The Man on the Line” does well to 
remind the minority, and newcomers to the service, of 
their duty in this-respect. The standard set by airlines 
and long-distance motorcoach services is so high that the 
railways must match or improve on their standard 
whenever possible. 


A Remarkable Diesel Research Installation 


THE extensive research, with a view to improving their 

products in the diesel and gas turbine fields, which 
some manufacturers find it necessary to undertake, is 
exemplified in the new installation at Lincoln of Ruston 
& Hornsby Limited. This now unites research into various 
aspects of diesel and gas turbine power and their applica- 
tions previously conducted at the company’s several major 
works. Concentration of research facilities will result in a 
more efficient and economical use of manpower as regards 
both the actual maintenance and stripping and the pooling 
of the knowledge and experience gained. The new centre, 
one of the most advanced and best equipped installations 
of its kind in Europe, cost £300,000. The establishment, 
described in greater detail elsewhere in this issue, is con- 
cerned with all the types of engine produced by the firm, 
and its activities, therefore, are of considerable importance 
in the development of power units for diesel railway 
locomotives and railcars, 


Mineral-Insulated Cable 


[N 1895 a Swiss, Arnold Borell, devised a method of 
making a cable with a metal sheath with solid con- 
ductors and a mineral insulation. At that time manu- 
facturing resources were inadequate for commercial 
development and the matter was not pursued. Since then, 
mineral-insulated cables have been widely manufactured 
and, although primarily introduced for use at high tem- 
peratures, their application has been extended because of 
their special characteristics and superiority in certain types 
of wiring installations, as described in an article on another 
page. The cable consists of solid conductors of high- 
conductivity copper embedded in highly. compressed 
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magnesium oxide, the whole being contained in a seamless, 
solid-drawn copper sheath. Neither the copper sheath 
nor the magnesium oxide ages or deteriorates and so the 
cable can give a trouble-free life of long duration. The 
copper sheath has outstanding resistance to corrosion, 
which adds to its value when installed, if necessary with a 
P.V.C. covering, in railway tunnels and other places with 
corrosive atmosphere. Operation at temperatures up to 
250°C. is permissible; higher temperatures are withstood 
for a short time, and its use is therefore to be recom- 
mended in signalboxes and at other strategic points. 


Progress in Glasgow Suburban Electrification 


PREPARATORY civil engineering work on the first 
stage of the Glasgow suburban electrification scheme 
is making good progress, though much of the work has to 
be carried out on Sundays to avoid interference with 
suburban traffic. Use of the 25,000-V. 50-cycle system 
has meant that, as elsewhere, additional clearance must 
be provided for the overhead conductor wires under 
bridges and through tunnels. One busy tunnel where it 
has been necessary to lower the track is the Finnieston 
Tunnel between Partick Hill and Charing Cross, on the 
route from Glasgow Queen Street to Helensburgh and 
Balloch. The fourth and last stage of lowering the track 
in this tunnel was undertaken on May 5, when the line was 
closed for 24 hr. and a tracklaying crane entered the 
tunnel and removed one of the tracks. Excavating 
machines, brought in on special wagons, were then un- 
loaded and a train of empty wagons brought in on the 
remaining track. The spoil was loaded as removed from 
the floor of the tunnel and the excavators reloaded and 
removed. The subsequent relaying was done with new 
track and fresh ballast, the tracklaying crane again being 
used. The whole operation was an example of the way 
in which permanent way work is now being carried out 
by mechanised methods. 


Electrification in the Ruhr 


ON inauguration on June 2, of electric traction at 
15,000 V. over the German Federal Railway 70-mile 
main line through the Ruhr, from Diisseldorf via Duis- 
burg, Essen, and Dortmund to Hamm, only local pas- 
senger services will be electrically worked for the time 
being. Long-distance passenger traffic will continue to 
consist of ordinary trains hauled by steam locomotives, 
or of multiple-unit diesel trains. It was apparently con- 
sidered that, until this electrified section is extended—as 
it will be, during the next two years, from Diisseldorf 
southwards to meet the electrification in progress down 
the Rhine valley from Switzerland via Frankfort—there 
would be no saving of time in exchanging steam and 
electric locomotives at Diisseldorf or Hamm. For the 
local services three-car sets are being supplied of the 
ET30 type; these accommodate 222 seated and 215 stand- 
ing second class passengers and can accelerate in 48 sec. 
up to a maximum of 75 m.p.h. The overall time between 
Diisseldorf and Hamm has been cut by 45 min. Colliery 
subsidences in the Dortmund area are reported to have 
caused difficulty in erecting the overhead equipment. 


Signal Engineers to Visit Switzerland 


OR the first time in its history the Institution of 
Railway Signal Engineers is, by the kindness of the 
several authorities concerned, to pay a visit next week 
to signalling installations in Switzerland under the leader- 
ship of the President, Mr. A. W. Woodbridge. A general 
article on page 567 gives some account of the principal 
features of the equipment to be inspected on that occasion. 
Much skill has been displayed in designing apparatus to . 
meet certain special conditions met with on the Swiss lines 
and applying the most up-to-date manufacturing pro- 
cesses to its construction. Electric power interlocking 


equipment has been adopted for all new work for some 
years past and more recently panels have been used 
Special attention has been given 


instead of lever frames. 
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to the signalling of the long tunnels, such as the Gotthard 
and Simplon, and by applying remote control over inter- 
mediate crossovers and signals the difficulties of operating 
traffic through them and, at the same time, effecting track 
and contact line maintenance in the quickest and most 
economical manner have been admirably overcome. 
Everywhere the apparatus displays that excellent finish 
so characteristic of Swiss craftsmanship. 


Signalling for New Paris Metro Trains 


* the article in our issue of February 15, on the new 
pneumatic-tyred trains of the Paris Metropolitan it 
was mentioned that the signalling had remained in prin- 
ciple unaltered, but that the former track rails, now 
serving as safety rails, were short circuited by the negative 
collector shoes. It has been necessary to readjust to work 
with a higher shunt, to use increased track voltage, and 
provide modified impedance bonds of the transformer 
type. The track circuits are condenser fed. The single- 
rail type point locking circuits, however, now have high- 
frequency electronic equipment and can remain in service 
when the main supply is cut off. It is essential to prove 
that the negative shoes are functioning correctly, and at 
Chatelet terminus a detector circuit has been installed, 
combined with wheel counting treadles, by which their in- 
tegrity and free movement is proved. Any defect is 
revealed by the sounding of an alarm, with indication of 
the position of the bogie concerned and automatic locking 
of the departure signal from the reversing siding. Another 
set of equipment simultaneously proves that every tyre 
is adequately inflated. 


Halving C.1.E. Railway Mileage 


| 2 gpirwhger suggestions for closing down more than half 

the railway mileage of the Irish Transport Company, 
Coras lompair Eireann, are made in the report of the 
committee set up last July by the then Minister for 
Industry & Commerce in the Republic of Ireland, Mr. 
William Norton. The present Government has _ taken 
the somewhat unusual step of announcing publicly, and 
conveying to the Press earlier this week, the contents of 
the report, without having made the latter generally avail- 
able; it is being printed, but will not be available for 
some weeks. The purpose of so doing is not clear, but 
it seems that the new Prime Minister, Mr. de Valera, 
and his colleagues, wish the matter of the railways to be 
aired—if not dealt with—as soon as possible. It is not 
possible here to do more than single out the principal 
features of a lengthy document. 

The committee consisted of five men experienced in 
industry and commerce: Dr. J. P. Beddy, who is inter 
alia Chairman of Industrial Development Authorities, 
Mr. J. F. Dempsey, Dr. J. N. Greene, Mr. J. J. Stafford, 
and Mr. S. F. Thompson. The report is confined mainly 
to C.LE.; the committee made no comprehensive examina- 
tion of the Great Northern Railway lines in the Republic, 
and makes no recommendations as to that system, whose 
lines, in so far as they cross, or are adjacent to, the Border 
are already the subject of discussion between the Govern- 
ments of the Republic and of Northern Ireland. In brief, 
the committee can see no justification for the continuance 
of C.LE. as now constituted. Its most startling recom- 
mendation is that the 1,819 miles of C.LE. railways, which 
include 104 miles of 3-ft. gauge, should be reduced to 
£50. This remnant—it must be remembered that a good 
many miles of line have been closed during the past 
30 years—would consist virtually of the main lines 
radiating from Dublin of the former Great Southern & 
Western to Cork and Tralee, with branches to Limerick, 
Waterford and Rosslare; of the former Midland Great 
Western to Galway, Westport, and Sligo; and of the 
old Dublin & South Eastern to Wexford and Rosslare; 
the Limerick-Sligo connecting line should, it is recom- 
mended, be examined specially. All the 3-ft. gauge 
would disappear. It is also suggested that the number 
of stations and halts be reduced from 194 to 49, or by 


THE RAILWAY GAZETTE 559 


some 75 per cent. The result would be that, amongst other 
things, many large tracts of country would be without 
railways ot any kind, and that the distances between 
stations on main lines would be long—only five stations 
would remain open between Dublin and Cork, for in- 
stance; and the closing of all the D.S.E.R. suburban 
stations in the Dublin area appears to be advocated. ‘he 
immediately apparent economies are obvious, but it would 
be interesting to know more of the implications from the 
operating aspect. 

The resultant redundancy among railwaymen, the report 
states, could be covered by compensation to those who 
lose their employment, borne by transport as a whole by 
means of a special levy on road vehicles in addition to the 
present road tax; on the basis of 40 per cent redundancy 
this would cost about £500,000 in the first year. The 
committee rejects proposals for the limitation of private 
transport and proposes that road and rail traffic should 
be closely co-ordinated. Private operators should be 
encouraged to provide services in substitution for dis- 
continued rail services where they can do so more 
economically than the C.I1.E. The company, it suggests, 
should acquire any new vehicles needed on hire purchase 
rather than by increasing permanent capital and should 
use smaller buses or other vehicles with one-man crews 
where appropriate. On the utilisation of the C.LE. rail 
system, the report observes that C.I.E. falls short of other 
Western European countries in the number of passenger 
miles per seat—6,300 for C.LE., compared with 13,400, 
the average for other countries; the figures for 1955 were 
7,000 and 13,900. Of 1,215 seats for first-class passengers, 
only 261 were occupied for the month of June, 1956; and, 
of 6,916 second-class seats, only 3,694 were occupied. For 
freight traffic the rate of utilisation is stated to be 38 per 
cent below general European standards. 

The opinion is expressed that C.I.E. is over-capitalised 
and writing off is recommended of £11,600,000. The report 
advocates the abandonment of canal operations by the 
company and states that permission should be given for 
motorcoach tours that originate outside the Republic; 
this traffic is prohibited at present. During the reorgani- 
sation of the company it is recommended that transport 
should be kept under review by a consultative council 
drawn from interests outside the transport industry. 

We doubt whether the recommendations will be im- 
plemented—at least for some time. The tendency in the 
Republic of Ireland for some months has been towards 
preserving—and improving—the railways, a policy which 
in the case of many stretches of line is justified by the 
good and inexpensive service which the railways can and 
do provide; this policy was pursued by the Costello 
Government in deference, no doubt, to the views of many 
railway users, and it was recently manifest in the divergent 
views taken by the Republic and Northern Ireland 
Governments as to the G.N.R. lines on the Border. Nor 
does there seem to be any political reason for a change 
of view. The equipment of C.LE., large-scale adoption of 
diesel traction, and the resultant improvement in freight 
and passenger services fave been the subject of frequent 
mention in our pages. It may perhaps be urged that the 
traffic on the lines left open will afford adequate use of 
this new plant. This view does not take into account the 
importance of branch lines as feeders. The abandonment, 
as is envisaged by the committee, of many branch and 
secondary lines would go far to lose to the railway a great 
deal of traffic, which would probably go by road the whole 
way. It is only recently, for instance, that a great deal 
was done to equip with diesel traction the 3-ft. gauge 
West Clare line—no doubt justifiably; and it is hard to 
see the reason for what amounts to a reversal of policy 
in this instance. What is needed is a genuine effort by 
the Government to supplement by sympathetic treatment 
in the matters of charges and taxation, the efforts being 
made with no little success by both C.IE. and the G.N.R. 
Board to improve their services, so that the maximum 
advantage can be taken by the community of the cheapest 
and most efficient means of transport. It is yet not too 
late to make such an effort. 
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Progress in Railway Planning in India 
THE seven railways in the Republic of India have 

released a review of their working for the last six 
years, which include the entire period of the First Five- 
Year Plan and first year of the Second Plan. The review 
covers a wide field and provides ample evidence of the 
steady growth of the traffic handled, increased outlay on 
new works, improvement in operational efficiency, greater 
production of rolling stock, and speedy introduction of 
organisational changes. The railways spent a sum of 
Rs. 4,237,300,000 during the First Five-Year Plan period, 
compared to the original allocation of Rs. 4,000,000,000, 
the increase being under rolling stock and machinery. 


There was a small shortfall of expenditure on track and: 


bridges, mainly due to shortage of materials. ven at 
the end of the five-year period, track renewal was in 
arrears to the extent of about 7,000 miles each, for 
rails and_ sleepers. Of the total expenditure of 
Rs. 4,237,300,000 in the plan period, a sum of 
Rs. 2,840,000,000 was provided by the railways from their 
own current resources, which was Rs. 360,000,000 short of 
the original figure of Rs. 3,200,000,000 planned to be found 
by them. The balance of about Rs. 1,400,000,000 was 
met from the general revenues. 

[he First Five-Year Plan period saw an increase of 
Rs. 690,000,000 in traffic receipts, which rose from 
Rs. 2,470,000,000 in 1950-51, to Rs. 3,160,000,000 in the 
last year of the plan. Ordinary working expenses during the 
plan period rose from about Rs. 1,650,000,000 in 1950-51, 
to Rs. 2,129,600,000, an increase of nearly Rs. 480,000,000. 
The main reason for higher expenditure was an increase 
of about Rs. 345,000,000 in the cost of fuel. The freight 
traffic actually carried during 1955-56 amounted to 
114 million tons, while according to the statistics available 
up to the end of January, 1957, it is expected that the 
total traffic during 1956-57 will amount to 126 million 
tons, about 10 per cent more than in the previous year. 

While traffic is increasing as envisaged in the Second 
Five-Year Plan, the railways face serious difficulties in 
the physical execution of the planned works due to acute 
shortage of vital stores like steel, cement and permanent- 
way materials. The problem of foreign exchange has also 
been a source of considerable anxiety in recent months. 
To ease the position, negotiations are in progress with 


the World Bank for a loan. A Bank mission recently 
made a country-wide study tour, as reported in our 
March | issue 


There was during 1956-57 a general improvement in 
the operating position, including an increase of 10 per 
cent in the originating tonnage handled during the year. 
Wagon loadings increased by 6°38 per cent on the broad 
gauge and 10°8 per cent on the metre gauge. Movements 
via transhipment points also showed considerable improve- 
ment. Targets for further improvements ranging from 
10 per cent to 20 per cent have been set for the coming 
year and measures to achieve them are well in hand. 

In 1956-57, 120 new passenger trains were introduced 
and the runs of 91 extended, involving an extra mileage 
of 10,768 on broad gauge and 3,257 on metre gauge. 
Janata (“ people’s”) expresses have been introduced on 
the more important trunk routes, and there are now 18 
services of this type. Forty-eight additional suburban 
trains were introduced in 1955-56 and 74 in 1956-57 up 
to December. 

The Chittaranjan Locomotive Works produced 129 WG 
locomotives in 1955-56 and is expected to turn out 156 in 
the current year and 168 next year, the last figure being 
equivalent to 200 average-size locomotives. Schemes for 
the expansion of capacity to 300 locomotives per year in 
the Second Plan period had been prepared, but in view 
of the curtailment of the plan allotment and the pro- 
posed electrification and dieselisation of certain. sections, 
it has now been decided to stabilise production at 14 WG 
locomotives, per month, reducing to the maximum extent 
possible the import of components. The Tata Loco- 
motive & Engineering Company attained the target pro- 
duction of 50 metre-gauge locomotives last year and is 
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raising the target during the Second Plan period to 100 
per year. The Integral Coach Factory turned out 12 
coaches in 1955-56 and is expected to turn out 80 in the 
current year and 181 next year. Of these, 10 in the 
current year, and 81 next year, are expected to be made 
of components, manufactured indigenously. The factory 
has begun furnishing of coaches, and it is proposed to 
provide a separate permanent furnishing section adjoining 
the factory, at a cost of Rs. 37,000,000, capable of fur- 
nishing all the 350 coach-shells to be built at the factory. 
The indigenous capacity for manufacture of wagons is 
planned to be increased from 20,000 wagons per year to 
36,000, and 16 new Indian firms all over the country have 
been selected for the development of extra capacity. 

The introduction of the divisional system has been 
completed during the current year on the Central, 
Western, and Southern Railways and is to be introduced 
in a few months on the North Eastern Railway. It is 
considered inexpedient to undertake a major organisational 
change on the South Eastern Railway at present in view 
of the heavy construction activity now in full swing on 
that system. 

A survey has been completed of the amenities now 
available at all stations, and the extent to which these will 
have to be supplemented to reach the minimum standards 
of amenities prescribed for stations. Departmental cater- 
ing has been extended, and the better quality of food now 
served is appreciated by the public. 

The increase from 1953-54 onwards in the number of 
new claims for compensation received has been persisting, 
partly due to the increase in traffic and partly due to a 
large number of small claims. This trend is being tackled 
by increased attention to claims prevention. The average 
time taken for disposing of claims has been reduced from 
72 days in 1951-52 to 51 in 1955-56. The total amount 
paid as compensation has declined from Rs. 31,800,000 
in 1952-53 to Rs. 25,600,000 in 1955-56. 


Ulster Transport in 1955-56 


HE eighth annual report of the Ulster Transport 
Authority, signed by Mr. G. B. Howden, the Chair- 
man, and Mr. J. Sydney Rogers, a Member of the 
Authority, covers the year ended September 30, 1956. It 
shows that the deficit of £187,068 recorded for net operat- 
ing revenue in the previous year was reduced to one of 
£111,215 in the year under review. To this must be added 
£172,773 for interest on loans and £33,277 for loan 
capital redemption, bringing the total deficit for the year 
to £317,265 against £396,650 in 1954-55. 

Some of the principal results for the past three years 
are given below :— 


1954 1955 i 
. £ 
Railway passenger traffic 663,274 677,468 687,305 
Rail and road freight traffic 2,132,472 1,937,211 ;931,402 
Parcels, luggage, etc. 239,671 253,970 264 050 
Bus services ee 3,145,694 3,171,096 3,337,921 
Hotels and catering 405,641 431,398 482,871 
Revenue .. * 6,634,999 6,516,637 6,748,795 
Expenditure ae afd 6,564,538 6,703,705 6,860,010 
Net operating revenue 70,461 — 187,068 —111,215 
Miles of railway open .. " ec 317 279 277 
Route mileage, buses 2,625 2,657 2,670 


Passenger services were being provided at the end of 
the year over 134 of the 167 route miles of railway open 
for traffic, the remaining 33 miles being used only for 
freight services and occasional excursion trains. Pas- 
senger train-miles fell by 117,709 from the previous year 
to 1,569,119 and passenger train journeys by 881,744 to 
7,798,384. Freight train mileage, at 160,763, was 73,648 
less than in 1954-55, and merchandise carried fell by 
152,943 tons to 292,556 tons. Livestock traffic virtually 
ceased to pass by rail. The mileage run by the Authority’s 
motor lorries, however, increased by 326,868 to 11,621,617 
and 1,324,993 tons of merchandise were carried, an 
improvement of 113,634 tons. The Authority provided 


road services in substitution for passenger rail services 
between Dungannon and Cookstown when these were 
withdrawn by the Great Northern Railway Board on 
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January 16, 1956, and also for the passenger and freight 
rail services withdrawn by the Board from the Banbridge- 
Knockmore Junction (Lisburn) section on April 30. There 
was a further increase in ferry traffic, and the number of 
containers and trailers handled at Belfast and Larne rose 
by 4,861 compared with the previous year to 23,233. 

During the year more powerful engines were fitted to 
the U.T.A. diesel trains, making it possible to run eight- 
car instead of the six-car sets used originally. This 
has enabled the train-mileage on the Belfast-Bangor 
section to be reduced and has released certain power units 
for use on the Northern Counties lines, where the 
Authority has recommended that steam working should 
be ended in favour of more modern motive power. The 
heavy loss on working this railway more than offsets the 
margin between receipts and expenditure on all the other 
activities combined. The report points out that the results 
for the year show the precarious balance existing between 
expenditure and receipts, and illustrate the effects of rising 
costs, combined with a spell of indifferent weather which 
coincided with the period of maximum traffic, on an 
undertaking of which a substantial portion, the railway, 
is already being worked at a heavy loss. It indicates the 
need for rapid railway modernisation, for which the 
Authority has drawn up a programme in outline. If left 
in possession of its existing rights and powers, the 
management is confident that the course it is follow- 
ing, combined with the implementation of its proposals 
for railway modernisation, will enable it eventually to 
provide road and rail services capable of meeting the 
public transport needs of the community, at a cost com- 
mensurate with the quality of service which it alone can 
give, and at the same time pay its way, taking one year 
with another. 

After the end of the financial year, the Authority, in 
common with the general public, but not before, became 
aware, at the termination of a debate in Parliament on the 
matter, of the Government decision in regard to its policy 
as affecting public transport. This has been referred to 
broadly as “handing back to private enterprise the 
Authority’s road freight undertaking.” No precise basis 
seems to have been settled, but the intention is to deprive 
the U.T.A. of its road freight franchise. The Authority 
believes that if this proposal is carried out, it cannot fail 
to have a most serious effect on what would be left of its 
undertaking, inasmuch as there would remain continuing 
and substantial, although gradually diminishing, overhead 
costs which could not be saved, but which would have to 
be borne by the road passenger and the curtailed railway 
services combined, making each of these a good deal more 
costly to operate. The transfer of the irreducible over- 
head costs at present being borne by the road freight 
services to the road passenger and railway services would 
have the effect of rendering impossible the hoped-for 
improvement in the financial position that would result 
from the eventual rationalisation of all the services, 
including the modernisation of the rail services, the 
economies from which, in themselves, would be very 
substantial. 


Twelve Weeks’ Freight Train Working 


(By a correspondent) 


N?: 3 of the current series of Transport Statistics is of 
particular interest because it gives ton and ton-mile 
figures for four weeks to March 24 and operating statis- 
tics for 12 weeks to that date. Taken together, these 
returns show that the temporary stimulus to railway 
freight business, caused by oil fuel restrictions, lost vim 
in March, while the advance statement of traffic receipts 
for four weeks to April 21 indicates a speedy return to 
the normal state of competition for freight transport 
between rail, road, water, and air carriers. In the March 
period British Railways originated 23,003,000 tons of 
freight train traffic. That was an increase of 339,000 
tons, or 1°5 per cent, on 1956, contrasted with a 49 per 
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cent rise in January and one of no less than 8:5 per cent 
in February. The March total was below the level for the 
three years 1953 to 1955, the fall from the last busy year 
being about 600,000 tons. 

During the emergency merchandise was the traffic most 
susceptible to recovery by the railways. It accounted for 
3,566,000 tons of the March carryings, an increase of 
75,000 tons, or 2:1 per cent, on 1956, but less than 
merchandise forwardings in any other year since nationali- 
sation; the decline in this high-rated traffic since 1949 
amounts to 900,000 tons or thereabouts for the March 
period alone. In contrast, minerals have been a support 
for the railways since 1951, and in March set up a record 
of 5,255,000 tons for that period. An advance of 149,000 
tors, or 2:9 per cent, on 1956 was due in part to great 
activity in iron and steel industries. Coal and coke 
declarations were also 95,000 tons higher, merely 0-7 per 
cent up, and remain a rather uncertain quantity. 

Over 12 weeks to March 24, British Railways carried 
69,458,000 tons by freight trains, 3,246,000 more than 
last year, but little in excess of the quantity handled in 
1953. They worked 5,4109 million ton-miles, 236-4 
million, or 4°6 per cent, above last year’s output for the 
first 12 weeks. Merchandise accounted for more than 
half of the extra ton-miles, as the average haul of a ton 
lengthened by 2 miles to 134. Minerals were carried 
75 miles on an average and coal class traffic moved nearly 
73 miles, both distances being rather less than in 1956. 

All Regions turned out more ton-miles, but changes in 
working arrangements between the London Midland, 
Eastern, and North Eastern Regions in the neighbourhood 
of Leeds make a straight comparison with 1956 imprac- 
ticable. For example, the North Eastern Region is 
credited with 732°6 million ton-miles this year against 
710°4 million last year, when it only worked 537°8 million 
ton-miles. 

The effect of transferring a considerable volume of work 
to the North Eastern is shown as reducing its output per 
train engine-hour to 1,238 from a notional figure of 1,255 
for 1956, when it actually turned out 1,422 ton-miles. 
Evidently that Region is now operating some sections of 
line on which movement was sluggish compared with 
mobility within its own area in 1956. Sectionised statistical 
returns will be needed to judge the outcome of the new 
arrangements. 

In coping with this year’s increased traffic, our railways 
ran 1,300,000 more freight train-miles, a rise of 4 per cent. 
Freight train engine hours, however, were held down to 
an increase of 10,000 over last year, or 0:3 per cent. 
Freight train speed advanced from 8-58 miles an hour 
last year to 8-91. The Scottish Region recorded a speed 
of 10°42 m.p.h. and will apparently set the pace in future 
as the conditions now in force handicap the North Eastern, 
reducing its 1956 figure of 10°23 to 9:44 m.p.h. The 
average trainload for the whole system was nearly 162 
tons, about a ton higher. The combination of greater 
traffic volume, better loading, and higher speed led to an 
increase of 49 points in the average ton-miles moved in 
a train engine-hour. The increase of 43 per cent in a 
significant statistic comes on top of a 4 per cent rise in 
1956; this year’s average of 1,185 compares with 1,090 in 
1954, an improvement of almost 9 per cent. Another 
sign of greater mobility was the working of 224 wagon- 
miles in a train-hour, 10 more than in 1956, despite a 
poor return of 201 from the Western Region. These 
upward trends are satisfactory, but there is still ample 
room for bettering the efficiency of our freight train 
services. 


FREIGHT ROLLING STOCK 


At March 24 British Railways owned a stock of 18,062 
locomotives of all types and had 2.871 under repair, or 
15-8 per cent. A year earlier the stock was 18,382, with 
3,079, or 17 per cent, under repair. Some progress has 
been made in reducing the number of unserviceable 
engines, but the position in regard to the new diesel 
engines is disquieting. Of 102 diesels (mechanical and 
hydraulic) 15 were under repair (14 per cent). The stock 
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of diesel-electrics was increased by 93 during the previous 
12 months to 523 and 51, or 9:7 per cent, of this new 
class of prime mover, were out of traffic. It is odd that 
the same percentage of diesel multiple-unit vehicles was 
under repair, 60 out of 618 vehicles, 367 of which came 
into traffic after March last year. The success of diesel 
traction on British Railways seems to depend upon a 
prompt remedy being found for this state of affairs. 

In the meantime the repair position for steam loco- 
motives at March 24 was slightly better than in 1956. 
The number of locomotives under repair was 2,798, 
representing 16 per cent of the total stock of 17,364. 
Last year at the same date 3,005 locomotives were out of 
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service, about 17 per cent of a stock of 17,815. Repairs 
of freight vehicles were fairly well in hand, 68,214 being 
unserviceable out of a stock of 1,113,175; the percentage 
of 61 per cent left the railways with about 12,000 fewer 
vehicles available for traffic than they had a year ago, 
but wagons would not be in great demand in April. 


MANCHESTER-SHEFFIELD-WATH ELECTRIFIED LINES 


The table of Freight Workings which appeared in the 
1956 series of Transport Statistics has been omitted from 
the present issue. That is a pity as these electrified lines 
are a testing ground for the use of electric traction in 
handling freight traffic on a difficult section of main line. 





LETTERS TO THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Salary Increases for Railway Officers 


May 10 
Sir,—In case your readers gain the wrong impression 
from the reference in your May 10 issue to the 5 per cent 
increase for railway officers in receipt of salaries in the 
range of £965 to £2,125, “ agreed earlier this week between 
the Commission and the British Transport Officers’ Guild,” 
may I be allowed to make it clear that the parties to the 
agreement (and to the negotiating machinery through 
which the agreement was made) are the British Transport 
Commission, the British Transport Officers’ Guild, and 
the Transport Salaried Staffs’ Association? 
Yours faithfully, 
W. J. P. WEBBER 


General Secretary 
Transport Salaried Staffs’ Association 
of Great Britain & Ireland 


25, Euston Road, N.W.1 


Track Loading Fundamentals 


April 29 

Sir,—l am much interested in the series of articles 
by Mr. C. W. Clarke, especially Part 3 in your February 8 
issue, which is a welcome attempt to put the determination 
of ballast depth on a rational basis. All too often it is 
not appreciated that ballast depth should be a function of 
formation condition. However, one or two points call for 
further comment. 

The work of the committee under Dr. Talbot is not 
above criticism as regards both the apparatus used and 
the experimental procedure involved. The results shown 
in Part 3 should not, therefore, be regarded as more than 
tentative indications of the stresses involved. 

All the methods suggested by Mr. Clarke for calcu- 
lating the stress distribution make no allowance for 
the difference in compressibility between the ballast and 
the formation and assume an arbitrary contact stress 
distribution between the sleeper and the ballast. Both 
these factors are likely to influence the stress distribution 
appreciably. 

Mr. Clarke assumes that the important stress, as far as 
the track engineer is concerned, is the average vertical 
stréss on the formation, but this depends on an arbitrary 
limit over which to average the stress acting on the forma- 
tion, and is not so significant as the maximum vertical 
stress. To determine the required ballast depth he suggests 
that the “allowable average bearing pressure” on the 
formation should be equated to the “normal carrying 
capacity” or “safe bearing pressure” of the soil. This 
is a popular misconception, there is no particular safe 
bearing pressure for a given soil irrespective of the type 
of foundation. The bearing capacity. and hence the safe 
bearing pressure. of a foundation is a function of its 
shape. its depth below ground level, the roughness of its 
base, the eccentricity and inclination of the loading and 
the rate of application of the load. It is thus rather 


difficult to decide on a “safe bearing pressure’ for use 
with the suggested method of design. 

A more significant parameter on which to base the 
selection of ballast depth would be the shear strength of 
the soil, the important stress to the track engineer would 
then be the maximum shear stress in the formation. The 
ballast depth can then be selected such that the maximum 
shear stress in the formation does not exceed its shear 
strength and thus prevent excessive permanent defor- 
mation of the soil and the formation of sinks. The 
question is then what shear strength to use, as this varies 
with the rate of loading and the drainage conditions 
during the test and indications are that repetition of 
loading may have a detrimental effect with certain soils. 

It is thus evident that a great deal of research is 
required both into the mechanics of the distribution of 
stress through the ballast and formation, and into the 
effects of dynamic stresses on the shearing resistance of 
soils before a completely satisfactory method of design 
can be evolved. 

Yours faithfully, 
R. W. SPARROW, B.A.I., PH.D. 
Derwent House, 
Draycott Road, Borrowash, Derby 


Route Maps in Carriages 
May 6 

Sir,—Once upon a time the traveller on Britain’s rail- 
ways was allowed to know where he was going, but that 
now appears to be being systematically remedied. For 
a start, we have had to learn to accept as an established 
fact that the public must on no account know where any 
Southern Region suburban train is going, for they are 
never name-boarded, and roller blinds and destination 
indicators (although acceptable in other Regions and for 
headcodes) for new stock are strictly taboo. 

Now a new brainwave in the guise of contemporary 
decoration deprives all compartments of carriage panels 
and, therefore, route maps become a thing of the past. 
What was more sensible than to provide passengers with 
that simple facility of showing them where they were 
going? Surely it was far more useful than imparting to 
them the knowledge that the panelling is of some rare and 
far-fetched wood! 

A somewhat half-hearted effort was made recently by 
the London Midland Region to combine a route diagram 
with a mirror, which, though a praiseworthy attempt to 
put us on the map, gave us the worst of both worlds— 
an ineffective map and a blemished mirror. 

Please, therefore, let us have back our carriage maps, 
and let the few interested foresters who travel work out 
for themselves where the timber came from—and not 
the other way about. 

Yours faithfully, 
IAN ALLAN 


Craven House, 
Hampton Court, Surrey 
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Railwaymen are Wonderful 


British Railways are often under fire, 
but as a Canadian who has been in 
England for about a year I would like 
io say that while English railway 
stations are dreadful, I think the railway 
personnel are wonderful. 

I have always found their attitude 
most helpful. English people who grouse 
at their railway system ought to travel 
on Canadian or American railways for 
a time—they might then appreciate the 
service and courtesy they receive on 
their own railways.—-From a letter to 
the “ Evening Standard.” 


Church on Wheels 


The most widely described railway 
vehicle as a place of worship probably 
was the Russian Orthodox church car 
used in Imperial days to cater for the 
spiritual needs of scattered congrega- 
tions of railwaymen and others in 
Asiatic Russia. The Anglican com- 
munion, however, and, it is believed, 
other denominations have made use of 
railway coaches as travelling places of 
worship and instruction in various parts 
of the world. 

We are indebted to a correspondent 
for a copy of the April issue of Church 
Illustrated with a description of the 
church car on the 3 ft. 6 in. gauge 
Sudan Railways used by the Anglican 
Bishop in the Sudan and his chaplains 
for their transport and the holding of 
services. 

Dedicated in 


1929, the car is 
known as the “Church Saloon.” It is 
borne on two four-wheel bogies. 


One half forms the chapel and sanctuary 
and the other the quarters for chaplain 
and servants. The bedroom and bath- 
room for the chaplain, with a room for 
the servants, opens off a side corridor 
leading from the chapel compartment to 
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the kitchen. The chapel contains 24 
folding chairs. When the saloon is 
travelling and no services are held the 
chapel forms the day-room for the 
chaplain, and is partitioned off from 
the sanctuary by curtains. The coach 
has its own generating set for electric 
light and fans. The saloon was prim- 
arily intended for British residents liv- 
ing in outlying places; but often the 
congregation has included members of 
Eastern Churches when the service has 
been bi-lingual in English and Arabic. 

The English Church in Atbara, where 
are situated the headquarters and works 
of the Sudan Railways, is appropriately 
dedicated to Philip the Deacon, who 
(Acts, chapter 8) converted the “man 
of Ethiopia” after sitting with him in 
his chariot. 


Use for Old Turntables 


Underneath the arches—of Horley 
(Surrey) railway station—there is a 
theatrical first night. ... There, sitting 
in seats that once were in London’s 
Gaiety Theatre, playgoers will see a new 
play that typifies the resourcefulness of 
amateur theatrical societies. .. . 

[The author] has provided a play 
that calls for a revolving stage and as 
a main “ prop,” a piece of original, con- 
troversial statuary. . .. The revolving 
stage—based on a railway turntable— 
took members four months to make.— 
Robert Kingsley in the ‘“ Evening 
Standard.” 


Oh! Mr. Station Assistant ! 


There have been porters in the rail- 
way service ever since trains began 
running in Victoria. But, from January 
1, the title disappeared. Now they are 
known as station assistants. New title 
badges are being prepared and will be 
issued as they come to hand. In ex- 
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Chapel compartment of the Sudan Railways church saloon arranged for 
a service 
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plaining the change, the [Railways] 
Commissioners said that for some time 
past it was felt that the title “ porter ” 
did not adequately convey the correct 
impression of his duties. It was also 
confusing to New Australians, to whom 
a porter was a man who carried luggage. 
—From the “ Victorian Railways News 
Letter.” 


Earl on the Footplate 


Television cameras in New South 
Wales have filmed Earl Poulett shovel- 
ling coal while on the footplate of a 
train between Newcastle and Sydney. 
Lord Poulett is an experienced elec- 
trician and engineer, and has also been 
an engine driver. In Adelaide he had 
an unexpected reunion with the land- 
lady with whom he lodged when he 
served his engineering apprenticeship 
at Swindon 20 years ago with the 
former Great Western Railway. She 
had since emigrated. 


Early Railway Plans in Argentina 

A project is said to be simmering in 
the mind of the Argentine Minister of 
the Interior which may possibly result 
in important developments in regard to 
railway communication in South 
America. The plan is one for the uni- 
fication of all the narrow-gauge railways 
in the country, and it provides further 
for the junction of the National lines 
with the railway to Bolivia and the 
construction of one from Jujuy, or some 
other convenient spot, to Lima, thus 
opening up means of communication 
between Argentina and Peru, and giving 
Peru and Bolivia an outlet to the 
Atlantic. — From “The Financial 
Times” of May 4, 1897. 


Brief Encounter 
[An old friend at Bournemouth] 


The other day, when wandering far 
From my appointed place, 

Thinking of comets and the like 

In inter-stellar space, 

I came to earth, as I espied 

A once familiar form, 

And felt my somewhat withered heart 
Suddenly, strangely, warm. 

Yes, there he stood, in green and gold, 
As in the long ago, 

The pride and glory of the line— 
Lord Nelson, 850. 


Ah, what a dashing lot they were, 
Those gallant admirals all, 

With Nelson, like his namesake, still 
The pattern of them all. 

The poet’s heart turned somersaults 
As skylarks soared on high 

And I don’t mind admitting to 
Some moisture in my eye. 

As one grows old life tends to link 
Early and latter ends 

And there is nothing sweeter than. 
Fncountering old friends. = 
He was, like others of his kind, 

On menial service there; 

Like them, he glorified the job 
And did it with an air. 
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OVERSEAS RAILWAY AFFAIRS 


INDIA 


Diesel Locomotive Plans 
The order for 100 diesel-electric loco- 


motives, recorded in our issue of 
February 8 last, represents a major 
step in the Railway Board plan to 


prepare for the heavy traffic expected 
in connection with steel and coal pro- 
jects under the second Five Year Plan. 

The diesels initially will be employed 
on certain sections of the Eastern, South 
Eastern, and Central Railways where 
the impact of traffic is likely to be 
heavy. These sections are being electri- 
fied, but pending the completion of 
electrification the pressure of traffic 
will be met with the help of the diesel 
locomotives. As soon as electrification 
has been completed, the diesels will be 
deployed to other parts of the country 
where traffic in the meantime is expected 
to have grown considerably. 


PAKISTAN 


Dearness Allowance for Railway Staff 


As a result of the demand which 
the railways trades unions had been 
making for an increase in the scales of 
pay and allowances, the Government 
has agreed to make the following con- 
cessions to all Category III and IV 
staff :—(a) An ad hoc increase of Rs. 3 
in the dearness allowance with effect 
from April | (this increase will be about 
124 per cent in the case of lower 


categories); (b) 50 per cent of the dear- 
treated as 


ness allowance 


would be 


(From our correspondents) 


dearness pay for all purposes; and (c) 
a departmental committee on which a 
representative of the union will be co- 
opted shall be set up for the purpose 
of recommending the removal of any 
anomaly which may have crept in the 
equation of the scales of pay previously 
in force with the Pakistan Pay Com- 
mission pay scales. 


“Shaheen Express ” 


On April 15 the North Western 
Railway introduced a new express train, 
called the “ Shaheen Express,” between 
Karachi and the fast developing trade 
and industrial centre, Layalpur. 


JAPAN 


Collapse of Omagari Tunnel 


Passenger and freight train services in 
the northern part of the country were 
disrupted recently when the Omagari 
tunnel, near Kutchan, in western Hok- 
kaido, collapsed during heavy rain. 


VICTORIA 
Daylight Expresses 

So popular has the daylight express 
service become between Melbourne and 
Sydney that the parlour observation 
car, formerly attached to the night 
“Spirit of Progress” between Mel- 
bourne and Albury, has been trans- 
ferred to the Sydney “ Daylight Ex- 
press,” leaving Melbourne at 8 a.m. 

This express is now in the fastest sur- 
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* Daylight Express,” hauled by Clyde 1,600-h.p. diesel-electric locomotive, 
leaving Melbourne Spencer Street for Albury, en route to Sydney 


face transport service between the 
capitals of Victoria and New South 
Wales, completing the 600-mile journey 
in 134 hr., including the stop at Albury 
the break-of-gauge station. Another re- 
cent addition to this train in Victoria 
has been a new type of saloon, first 
used in December last. More of these 
will be added as they are completed at 
the Victorian Railways Newport work- 
shops. 


Special Trains for Fruit Pickers 


Special trains to take fruit pickers to 
Mildura in north-western Victoria were 
run on February 15 and 16 last. On 
the first date, a special train was run 
from the migrant centre at Bonegilla 
in north-eastern Victoria. Part of the 
route taken was an unusual one for 
passenger trains normally travelling to 
Mildura. Leaving Bonegilla at 4.30 p.m. 
the train travelled to Wodonga where 
it joined the main north-eastern line 
travelling towards Melbourne. On 
reaching Broadmeadows, near Mel- 
bourne, it was switched on to a line 
generally used for goods traffic only. 
This enabled the special train to by- 
pass the city, travelling via Sunshine 
and Newport around the western side 
of it. From Newport it ran westward 
over the main line towards Geelong. 
Just prior to reaching Geelong it turned 
north-west over the North Geelong 
loop line to traverse the Geelong- 
Ballarat cross-country line. At Ballarat 
it joined the main Melbourne-Mildura 
line. The length of the journey from 
Bonegilla to Mildura was nearly 550 
miles. 


EAST AFRICA 
Revenue in First Quarter of 1957 


The total earnings from railway and 
harbour services in the month of March, 
1957, were approximately £1,829,000, 
compared with £1,943,000 in March last 
year, and £1,706,000 in February, 1957. 
Railway earnings were £106,000 below 
the level estimated for March and har- 
bour earnings were £45,000 below 
estimates. Total earnings for the first 
three months of 1957 are £5,437,000, as 
against £5,761,000 in the same period 
last year, or £326,000 below estimates. 


ARGENTINA 


Rolling Stock Agreement 


An agreement has been signed be- 
tween Argentina and Chile by virtue of 
which Chilean wagons loaded with salt- 
petre will pass over the Northern 
Transandine Railway to Salta and 
Argentine wagons loaded with food- 
stuffs will reach Antofagasta. 


New Wage Agreement 


The new wage agreement for railway- 
men (excluding footplate staff) was 
recently signed in Buenos Ayres after 
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negotiations lasting several months. The 
different general categories are reduced 
to 16, the minimum increase being 
40 per cent and the maximum 5] per 
cent. The lowest starting wage is 1,230 
pesos per month, and the maximum is 
2,345 pesos per month after 25 years. 
Special categories reach a maximum of 
2,940, 3,080, and 3,360 pesos per month. 
Additional monthly amounts are pay- 
able to those employees who do not miss 
work. The increases are with effect 
from February 1, 1956, and back pay 
will be given in three-monthly instal- 
ments. 


CANADA 
Pipeline Moved by Rail 

Eighty-five Canadian National Rail- 
ways freight cars have been needed to 
carry over 1,000 lengths of piping for 
the Trans-Canada Pipelines, which 
arrived recently by sea from Britain, 
from Montreal to Raith, 64 miles north- 
west of Port Arthur, Ontario. Each 
length of pipe weighs 5,000 Ib., is 40 ft. 
long, of 3 ft. dia. 


UNITED STATES 


200-ft. Underbridge Built Under Traffic 


Hitherto a single-line section of the 
Long Island Railroad crossed, near 
Manhasset, a road on an arched bridge 
such as one might find in Great Britain. 
Growing road traffic, however, de- 
manded a four-lane highway at this 


Publications Received 


Richard Trevithick, “The Cornish 
Giant,” 1771-1833. By J. F. Odgers. 
Camborne, Cornwall: Camborne Print- 
ing & Stationery Co. Ltd., 24, Com- 
mercial Street. 83 in. x 54 in. 40 pp. 
Price 2s.—This brochure provides a 
well-illustrated record of the various 
memorials and commemorations in the 
county of his birth in honour of a great, 
if erratic, early engineer, whose princi- 
pal claim to fame is as the pioneer of 
high-pressure steam. The circumstances 
and details of the various memorials 
and ceremonies have been compiled 
with care and are set out in detail. 


The Brecon & Merthyr Railway. By 
D. S. Barrie, Lingfield, Surrey: The 
Oakwood Press, Bucklands, Tandridge 
Lane. 74 in. x 43 in. 56 pp. + 8 pp. 
Illus. Price 9s. Paper covers.—Mr. 
Barrie’s essays on the railways of South 
Wales are of far greater importance 
than their modest size might suggest. 
The present volume, although complete 
in itself, is one of a series, of which we 
have previously noticed The Taff Vale 
Railway and The Rhymney Rail- 
way. As a practical railwayman, Mr. 
Barrie has given a vivid and well- 
balanced account of the Brecon & 
Merthyr Railway as a unit of trans- 
port, and, in so doing, has thrown new 
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point, and consequently the high em- 
bankment approach to the bridge has 
now been replaced by a 200-ft. three- 
span steel and concrete viaduct. The sub- 
structure was built by excavation under 
and through the embankment and the 
steel deck plate-girders and heavy con- 
crete decking were erected on false- 
work alongside it. During a 24-hr. 
weekend line-occupation, the track was 
removed and the top part of the em- 
bankment was excavated, allowing the 
200-ton superstructure complete with 
new track and hand-rail parapets to be 
rolled transversely on to the railway 
centre-line and there jacked down on 
to the abutments and piers. The old 
bridge and remainder of the embank- 
ment were subsequently removed. 


Diesel Loconictive Failures 


The 1956 annual report of the Inspec- 
tion Bureau of the Interstate Commerce 
Commission on its diesel locomotive 
inspection discloses a condition inferior 
to that of 1955. Out of 88,296 
inspections carried out on 29,405 “other 
than steam” locomotives, 9,597, or 
10-9 per cent of the units inspected, 
were found defective, and 492 were 
ordered out of service for repairs, as 
compared with 127 in 1955. The chief 
causes of the adverse reports, in this 
order, were diesel engines; brake equip- 
ment; fuel systems; sanders; cab floors, 
aprons and deck plates; cabs and cab 
windows; miscellaneous; motors and 
generators; bogies; and steps and foot- 
boards. 

The greatest number of injuries to 
personnel resulted from accumulations 
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of oil on the floors, decks, and foot- 
steps of the locomotives. In 1956 there 
were 22 such accidents, and in 11 of 
these cases the same trouble had been 
reported from 4 to 29 times previously, 
showing laxity in essential safety pre- 
cautions. Seven crankcase explosions, 
two caused by defective pistons and 
the rest by overheated bearings result- 
ing from lubrication failures, caused 
injury to nine persons. During the year 
six cases involving 117 alleged viola- 
tions of the Locomotive Inspection Act 
were passed to U.S. attormies for the 
institution of prosecutions under the 
Act. 


U.S.S.R. 
Projected Trans-Himalayan Railway 


Reference to a proposal to build a 
railway across the Himalayas to link 
Russia, China, and India has been made 
in a _ publication of the U.S.S.R. 
Ministry of Railways. The plan is for 
a 4:50-metre (14-ft. 9-in.) gauge line, 
on which a locomotive of 5,000 tons 
will haul freight wagons of 1,000-ton 
capacity. This, it is claimed, will permit 
the use of atomic-powered locomotives 
of 100,000 h.p. which will not need 
frequent re-fuelling whilst traversing 
the sparsely populated mountainous 
regions and deserts of Southern Russia, 
Western China, and Northern India. The 
locomotive would be equipped with a 
steam turbo-generator feeding electric 
motors on the locomotive itself and on 
the wagons; this, it is thought, would 
provide sufficient power for the severe 
gradients. 








light on some of the obscure passages 
in Welsh railway history. The B. & M. 
was the fifth in size among the inde- 
pendent South Wales railways, but this 
independence ceased in 1922 with 
Grouping and, therefore, the story is 
essentially a history; but it is far from 
being an assembly of dry bones. A 
tangled story of growth has been pre- 
sented in a way which shows how 
greatly the Brecon & Merthyr and other 
railways contributed to social and 
industrial development in a country of 
natural barriers. 


Lead News.—The current issue (No. 3) 
of Lead News, published by the Lead 
Development Association, includes an 
article on a new method of soldering 
which makes it possible to join such 
hitherto unlikely materials as glass to 
wood, and metals in general to several 
non-metals; and reference to a special 
ball for grinding mill use where weight, 
hardness, and corrosion resistance are 
all essential. Copies can be obtained 
free of charge and post free from the 
Association Offices, at Eagle House, 
Jermyn Street, London, S.W.1. 


Power on the Spot.—A leaflet issued 
by the Hymatic Engineering Co. Ltd., 
Redditch, Worcs, describes the full 
range of Hymatic-Hydrovane mobile 
air compressors. Displacement, work- 


ing pressure, horse power, power unit, 
chassis and fittings details are given for 
each model, together with information 
about the tools which can be used with 
these machines and the functions they 
car. perform. Typical compressors 
from the range are illustrated; a sche- 
matic diagram and short technical des- 
cription demonstrate the hydrovane 
principle on which they operate. 


Wakefield-Dick Lubrication Equip- 
ment.—The scope of the equipment side 
of the Wakefield-Dick Industrial Oils 
Limited is shown in the 24-page 
brochure which deals in turn with oil 
and grease lubricators, mobile lubrica- 
tion equipment, the lubrication of 
pneumatic equipment, and locomotve 
and automotive lubrication. Equipment 
of a wide range of types is shown in 
action in some 50 photographs. The 
publication has been produced by, and 
copies are obtainable from, P.D. 
Department, Wakefield-Dick Industrial 
Oils Limited, Grosvenor Street, Lon- 
don, W.1. 


Holidays in Great Britain and Ireland. 
—The 1957 programme of holidays in 
the British Isles issued by Dean & 
Dawson Limited offers as great a 
variety as usual, and to suit all tastes. 
The programme is well illustrated and 
attractively presented. 
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Improvements on the Gippsland Line 
Completion of doubling, regrading, and relocating 


TT! running time of the Victorian 

Railways up “ Gippslander ” from 
Bairnsdale to Melbourne has _ been 
shortened by 10 min. It now leaves 
Stratford one minute earlier, and, 
travelling to a slightly faster schedule at 
following stations, arrives in Melbourne 
at 6.50 instead of 7 p.m. Better timing 
has been made possible by track 
improvements and the completion of 
doubling, regrading and relocating of a 
further six miles of the main Gippsland 
line between Dandenong and Narre 
Warren, which was opened for regular 
traffic on February 4. 


Doubling 


At the time of the inauguration of 
electric traction for all trains between 
Melbourne and Traralgon in March, 
1956, there were three sections of line 
between Dandenong and Yarragon on 
which doubling and regrading had not 
been completed. These were between 
Dandenong and Officer, and between 
Tynong and Longwarry. However, 
before the end of the year, double 
track working was instituted between 
Berwick and Officer and from Tynong 
to Bunyip, and, with the recent com- 
pletion of the Dandenong-Narre Warren 
section, there now remains only two 
sections of line that are still single. 
These are from Narre Warren to Ber- 
wick, the next station, and from Bunyip 
to Longwarry. The exception to these 
are stations where double line working 
is not yet possible, pending rearrange- 
ment of station yards. There is a bridge 
to be constructed between Bunyip and 
Longwarry, so this section may be the 
last to be completed. 


Improved Service 


In addition to improvements to the 
service given by the ‘ Gippslander,” 
alterations have been made to the morn- 
ing up train which on Mondays and 
Saturdays started from Bairnsdale at 
6.35 a.m, and on Tuesdays to Fridays 
started from Sale at 7.55 a.m. These 
have now been altered to leave Bairns- 
dale at 6.15 a.m. and Sale at 7.35 a.m. 
running 20 min. earlier en route to 
Warragul and arriving in Melbourne at 
11.15 a.m. instead of 12.5 p.m., with 
the exception that the Saturday train, 
which stops at some stations between 
Warragul and Dandenong, arrives in 
Melbourne at 11.40 a.m. instead of 
12.5 p.m. The morning train on the 
branch line from Maffra to Traralgon 
which connects at the latter place with 
the up train to Melbourne ex Bairns- 
dale or Sale, has been scheduled to 
depart 20 min. earlier. 

An additional train has also been 
arranged between Melbourne and 
Warragul. This leaves Melbourne at 
1.15 p.m. on week days stopping at 
Caulfield and Dandenong only in the 
suburban area, and thence all stations, 
arriving at Warragul at 3.15 p.m. In 


the reverse direction this train leaves 
Warragul at 10 a.m. stopping all stations 
to Dandenong and then Caulfield only, 
arriving in Melbourne at noon. 

An extra passenger train has been 
scheduled to run between Tynong and 
Warragul in both directions from Mon- 
days to Fridays. It leaves Tynong at 
8.5 a.m. and Warragul on the return 








Photo) 


the junction for the Yallourn Branch 
which formerly carried all traffic to and 
from Yallourn before the construction 
of the new direct line to Moe a few 
years ago. 

Since the opening of the new lin 
the old branch has not been used ex 
tensively. It did not share in the electri- 
fication of the main Gippsland line be- 


— 


[Guy Bakewell 


Up coal train approaching Hallam on the double track section of the main 
Gippsland Line between Dandenong and Narre Warren 


journey at 4.20 p.m. This service also 
commenced on February 4 last. 


Coal Traffic 


Apart from passenger and ordinary 
goods trains a great deal of the traffic 
on the main Gippsland line is concerned 
with the haulage of brown coal and 
briquettes from Yallourn to Melbourne. 
These trains join the main line at Moe, 
so that improvements to the line facili- 
tate their passage also. A number of 
16-ton trucks, 100 in all, have been 
provided for use exclusively in coal 
traffic from Yallourn to the Power 
House at Newport. The doors on these 
trucks have been replaced by steel 
sections across the openings and the 
vehicles are suitable only for traffic 
which is discharged by tippler. The 
trucks are designated “IC” and sten- 
cilled on each side “ Tippler. Newport 
Power House and Yallourn.” They are 
fitted with automatic couplers and 
marshalled as far as possible in solid 
train rakes being only used between 
Yallourn and the power house. 

It is understood that the line from 
Herne’s Oak to Yallourn is to be closed 
shortly. Herne’s Oak, on the main 
line between Moe and Morwell, was 


cause the area over which it passed was 
eventually to be disturbed by coal 
mining. Latterly it has only been used 
for a limited amount of steam-worked 
traffic between Yallourn and Traralgon. 


UNITED RAILWAYS OF THE HAVANA EQultp- 
MENT TRUST ACTION.—At the annual meet- 
ing of the United Railways of the Havana 
& Regla Warehouses Limited, which is in 
voluntary liquidation, in London on 
May 2, Mr. W. R. Tomkinson, one of 
the joint liquidators, stated that the 
Equipment Trust action was due to com- 
mence on May 21. A few days ago the 
company received an urgent cable from 
its Cuban lawyer saying that he was un- 
avoidably delayed in Havana. As he will 
be required to give expert evidence on 
Cuban law an adjournment was sought 
and the hearing is now fixed to commence 
on June 25, 1957. There remains the 
question of the Cuban creditors who have 
not withdrawn claims in respect of which 
some £295,000 is kept in reserve. When 
the Equipment Trust claim has been 
decided the company hopes to apply to 
the Court for leave to make a further 
distribution without regard to these claims 
by Cuban creditors. It is advised that it 


can reasonable expect the Court to give 
sympathetic consideration to its appli- 
cation. 
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Signalling Developments in Switzerland 


Power interlocking, colour-light signalling, automatic and interlocking block 
combined with reversible line working, and remote control continually extended 


AS in other countries the signalling 
‘ installations in Switzerland are 
not of one uniform type, being the 


ling, since the driver is in no position 
to select the path he is to follow but 
has merely to regulate his speed 


location may require. No_ special 
distinction is made between home, start- 
ing or intermediate block signals. 





result of a development extending over 
a long period. Even as recently as 20 
years ago it was possible to find stations 
of appreciable size which had nothing 
more than home and starting signals 
for running movements. While up to 
date signalling equipment enables traffic 
to be conducted more expeditiously and 
economically with fewer staff, money 
and time are needed to provide it 
throughout an entire railway system. 
For this reason there are installations 
still in service dating from about the 
turn of the century, on both the State 
and privately-owned lines. The oldest 
is thought to date from 1897, which 
means that the rules and regulations 
must be framed to take account of this 
situation and cannot be based entirely 
on the use of modern methods. About 
10 years ago speed signalling principles 
were adopted in place of route signal- 


correctly, and the application in many 
places of large radius points led to the 
adoption of a more complete system of 
signal aspects, for which colour-light 
signalling alone was considered suitable. 


The Present Aspects 


In addition to the “stop” aspect of 
ene red light and the “proceed” 
aspect, given by a single green light, 
two distinct reduced speed indications 
are provided, a limit of 25 m.p.h. being 
denoted by green over yellow and one 
of 37 m.p.h. by green over green. This 
last is applicable wherever large radius 
turnouts are involved and, in special 
cases, which are indicated to the staff 
in the working time table, the upper 
limit of speed may be higher than 37 
m.p.h., the design of these special points 
providing for several ranges of speed, 
as the conditions at each individual 


Distant Signals 
Distant indications, at the approach 
to home and starting signals or signals 
used for block signalling purposes, are 
given by the following aspects :— 


At Distant Signal At Stop Signal 
. Yellow-yellow (horizontally) Red (stop) 
. Green-green (diagonally, left Green (proceed) 
to right upwards) 
. Yellow-green (diagonally, left 
to right downwards) 
. Yellow-green-green(aspects2 Green over green 

and 3 above combined) (speed 37 m.p.h.) 

It will be seen that the required in- 
struction is conveyed to the driver not 
merely by the colour of the lights but 
by their position with respect to each 
other, giving a combination of colour 
and position aspects. 

Normally an inner distant signal, 
repeating the indications of the starting 
signal at the other end of the station, is 
carried on the home signal post and the 


Ne 


Green over yellow 
(speed 25 m.p.h.) 
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Some of the principal railway routes in Switzerland, showing where power interlocking installations have been completed 


or are under construction 
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Running and shunt signals at Lyss, 
Federal Railways 


suggestion is now being tried that the 
distant signal shall remain dark while 
the home signal above is showing the 
red stop aspect. Another combination 
of home and distant indications is met 
with in which either a stop or a distant 
signal aspect only appears at one time. 
This is used specially for signals serving 
purely block signalling purposes. 


Types of Installation 


Of the total route mileage of some 
3,730 miles in the country, about one- 
half is operated by the Swiss Federal 
Railways, which carry the greater part 
of the traffic and on which the signal- 
ling installations can be regarded as 
representative. The privately-owned 
lines have, however, expressed their 
own wishes and laid down require- 
ments regarding the construction of 
installations to meet their particular 
needs, of which two typical examples 
may be mentioned, namely those to be 
found on the Swiss South Eastern 
(Schweizerische Siidostbahn (SOB)) 
and Berne-Létschberg-Simplon (BLS) 
Railways. 

The first-named system forms a 
direct link in the route from Lucerne 
through Rapperswil to St. Gallen and 
serves Einsiedeln, with its great monas- 
tery. It carries about 60 trains daily 
on its single line system of some 30 
miles, with many additional excursions 
in summer and sports trains in winter. 
Between 1944 and 1951 the manage- 
ment had all stations fitted with electric 
power frames, of the type generally met 
with, and a d.c. interlocking block 
between them. To indicate the con- 
dition of the sections axle counting was 
used in most cases as the distances 
were too great to be track circuited 
without cut sections and the line was 
laid mostly on steel sleepers (see The 
Railway Gazette of July 24, 1953). The 
section connecting with the Federal 
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Railways station at Arth-Goldau is 
track circuited. One of the smaller 
stations having but little traffic is 
remotely controlled as a crossing place 
over two wires in a cable from the 
adjoining one. The line is remarkable, 
not only in being completely equipped 
with modern signalling, but in serving 
a particularly beautiful district and 
being a normal-gauge railway having 
gradients of up to 1 in 20. 

The Létschberg line, with others 
owned by the Berner-Alpen Company, 
comprises, in addition to the main 
direct route, Thun-Spiez-Létschberg- 
Brigue, the so-called direct Berne-Neu- 
chatel line, from which the Giirbetal 
line diverges at Holligen, outside Berne, 
with, at the next station, another branch 
to Schwarzenburg. There is also a line 
from Spiez to Zweisimmen, connecting 
thence with the Lake of Geneva via 
the Bernese Oberland system, and 
another to Interlaken. From _ there 
can be reached the resorts of Miirren, 
Wengen and Grindelwald, also the 
Jungfrau, and Lucerne via Meiringen 
and the metre-gauge Briinig Railway, 
part of the Federal system. All these 
routes are single line, except between 
Thun and Spiez and through the 
Létschberg tunnel itself. 


Signalling Equipment 
The Neuchatel line carries 71 trains 
daily and the Giirbetal line 82, giving 
153, passenger and goods, on the single- 
line between Holligen and Berne Cen- 
tral Station. There are also some 25 
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movements between Berne and the 
Holligen depot, or 178 daily in all, and 
at Holligen there is a connection with 
the Wilerfeld marshalling yard of the 
Federal Railways, with numerous 
shunting movements. It was natural 
therefore that the management should 
decide to put in an_ up-to-date 
“domino” panel installation, which 
was brought into use early this year. 
It is not indeed a large one, compris- 
ing 12 points, 23 running signals, 15 
shunt signals and 24 track circuit sec- 
tions, but the heavy traffic renders up- 
to-date equipment at this junction a 
necessity. At the next station towards 
Thun along the Giirbetal line, Weissen- 
biihl, requirements were similar. Here 
there are 53 trains daily and consider- 
able goods traffic from private sidings; 
but the station is a small one and 
dwarf shunting signals were not 
thought necessary, shunting being car- 
ried out with the aid of point indi- 
cators. There are 14. electrically 
Operated points, 4 running signals, for 
20 possible routes, and 20 track cir- 
cuit sections. 

Two further interesting panel instal- 
lations are in course of construction, to 
complete the work on the company’s 
lines. One is at Interlaken West with 38 
points, 16 running and 39 shunt signals, 
and 44 track circuit sections, the station 
being of medium size. The other is at 
Spiez, principal junction of the system 
at the northern end of the Létschberg 
line itself. This comprises 105 points, 
43 running and 120 shunt signals and 





Typical individual lever power frame of latest design, of which several hundreds 


are in service 
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can be classed therefore as a large one. 
The new panel will replace the original 
electro-pneumatic installation provided 
by the German firm of Stahmer in 
1914, using Siemens type power frames, 
the first power signalling installation 
of any kind in Switzerland. The sema- 
phore stop and disc type running sig- 
nals are operated by solenoid mechan- 
isms supplied by the Swiss firm of 
Hasler, but the points have pneumatic 
movements. 


Federal Railways Installations 


Several panel type installations are 
in service On, or under construction for, 
the Federal Railways. The first and 
largest is that at Lyss (see The Railway 
Gazette of July 20, 1956), in service 
for a year now without any failure. 
With its 50 sets of points and as many 
shunt signals this installation lies be- 
tween Berne and Biel, on the route to 
and from the L6tschberg system, with 
connections to Vallorbe, on the Paris- 
Simplon route, to Effingen and places 
on the Basle-Arlberg route, to Ragaz 
on the line to Chur, also Basle, Sissach, 
and Amsteg on the Gotthard line. 
This particular installation is note- 
worthy as being of the panel type but 
as marking the northern end of the 
reversible form of interlocking block 
fitted in recent years along the last 
mentioned line. The Federal Railways 
have some 300 electric power signalling 
installations using lever type frames 
and within a short time will have quite 
an appreciable number of the panel 
type in service also. 

In 1947 a crossover installation was 
put into service in the middle of the 
Gotthard tunnel, with the help of 
which it is possible to work either line 
as a single line, that is to take one line 
of the double track out of use when 
desired, to enable maintenance work 
to be effected thereon or on the contact 
wire equipment. This has worked so 
satisfactorily that it is proposed to 
make other installations in the tunnel 
and, on the approach sections, to intro- 
duce intermediate automatic signalling 
sections and reversible working. This 
has already been done in other places, 
as for example on the northern ap- 
proach section between Gurtnellen and 


BRITISH OXYGEN EQUIPMENT MAINTAINS 
STEELWORKS OuTPUT.—An emergency in- 
stallation suvplied by British Oxygen 
Gases Limited has enabled full steel pro- 
duction to be maintained for a period of 
16 weeks at the Skinningrove Iron Com- 
pany’s works at Saltburn. The cropping 
shears, used in the cogging mill to trim to 
size the white-hot blooms and billets as 
they leave the rolls, had to be removed 
from service for complete overhaul, The 
company consulted British Oxygen, which 
recommended that four hot cropping oxy- 
gen cutting blowpipes should be tempor- 
arily installed alongside the roll table. A 
track was laid down beside the table to 
carry four bogies, with a water-cooled 
channel-section boom which projected 
over the table. Running directly on the 
boom was a standard electrically-driven 
tractor, connected by means of a tie- 
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Route setting panel type apparatus at Holligen, Berne-Neuchatel line, controlling 
connection to the Wilerfeld yard 


Wassen and the latter place and Gés- 
chenen. On the completion of the 
work from Amsteg it will be function- 
ing between there and Gurtnellen. On 
the southern approach several sections 
have also been equipped in _ this 
manner and others are to follow. 

The essential principle of this work- 
ing is that it is possible at any time to 
take one line out of service and operate 
the other as a single line, as in the 
tunnel layout the change from normal 
double-line operation being effected by 
co-operation between the two stations 
concerned, where the responsible 
Officials are required to actuate special 
push-buttons on their panels which 
then become secured in position and by 
which the required permission to set 
up “ wrong line” working is asked for 
and given. This not only causes any 
intermediate block signals to operate 
correctly for single-line working but 
brings into operation the necessary 
route setting, with the accompanying 
route locking controls necessary to 
effect the wrong line departure move- 
ments at the station concerned, under 


full signal protection. The _ inter- 
locking block is of d.c. pattern and 
axle counting is used to indicate the 
condition of the line. Between any 
two stations there are four sections 
controlled by axle counters, the count- 
ing and block working being effected 
over four cores in the cable, two per 
track, 

It is not possible in an article of this 
length to give an adequate idea of the 
numerous advances effected in the 
signalling of the Swiss railways during 
the last 10 to 15 years, but it will, it is 
hoped, suffice to show that the manage- 
ments concerned are doing everything 
possible to improve the operation of 
their lines, especially on the inter- 
national routes, and also that the 
Swiss signalling industry is striving 
continuously to find and develop new 
ways and means of aiding them 
efficiently in this task. 

We are indebted to Dr. Karl Oehler, 
President, Integra A.G. Wallisellen, 
Ziirich, for the information supplied 
and illustrations reproduced in this 
article. 








rod to a smaller wheeled carriage. This 
in turn carried an M.C.30 heavy duty 
oxygen cutting blowpipe. To counteract 
overheating, the section of the boom over- 
hanging the roll table was watercooled 
to prevent distortion of the boom. Steel 
production during the time that it was 
installed amounted to no less than 62,991 
tons. 


LONDON MIDLAND REGION WOMEN CAN- 
VASSERS.—Two women employees of the 
enquiry office at Manchester London Road 
station have been given the title of Assis- 
tant Commercial Representatives and will 
tour in the Manchester, Buxton, East Lan- 
cashire and Fylde districts for the purpose 
of developing special party travel from 
women’s organisations and also to foster 
railway travel generally from the woman’s 
angle. The knowledge of travel which they 


have gained in their jobs as Inquiry Clerks 
will be augmented by training in com- 
mercial representation. If the experiment 
is successful the London Midland Region 
proposes to extend the scheme to other 
parts of the Region. 


RoaD CASUALTIES IN MarcH.—Road 
casualty figures for March show that 357 
persons were killed and 4,238 seriously 
injured. There were also 13,401 cases of 
slight injury, making a total for all casual- 
ties of 17,996. Compared with March last 
year there were 43 fewer deaths, a de- 
crease of over 10 per cent. and 197 fewer 
serious injuries. The total for all casual- 
ties is down by 989. or just over 5 per 
cent. The Road Research Laboratory 
estimates that motor traffic as a whole in 
March this year was 174 per cent less 
than in March of last year. 
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Mineral-Insulated Cable 


New techniques resulting in production of heat- and corrosion-resistant conductors 





Filling plant, showing (above) hoppers and powder drying fv.rnaces 


HE Cable Manufacturers’ Associa- 
tion recently instigated an intensive 
research and development programme 
which has resulted in the erection of a 
large modern plant at the factory of 
British Insulated Callender’s Cables 
Limited, Prescot, Lancashire, devoted 
exclusively to the manufacture of 
mineral-insulated cable. 

The unique physical properties of 
certain inorganic substances, such as 
mica, glass, and porcelain, have caused 
them to be widely applied in the con- 
struction of scientific and engineering 
equipment. Such minerals not only 
have remarkable electrical charac- 
teristics but also are mechanically 
rugged, have a high resistance to fire 
and are virtually non-ageing. Un- 
fortunately they are also brittle and 
until comparatively recently there was 
no known method of applying them to 
an electrical conductor in the form of a 
continuous flexible insulation. 

A mineral-insulated cable consists of 
solid high-conductivity copper conduc- 
tors embedded in compressed mineral 
powder, the whole being contained in 
a seamless copper tube which forms the 
sheath of the cable. The mineral most 
commonly used as the insulant is mag- 
nesium oxide, otherwise known as mag- 
nesia This composite body is easily 
bent and because it contains compressed 


powder, the sheath is free from kinks 
after bending 
Unlike most cables, mineral-insulated 


are made by first assembling a cable 
which is very much thicker and shorter 
than the final cable. The original cable 
consists of copper rod. copper tube, and 
magnesium oxide. The rods are held 


in the correct position within the tub: 
by the powder which is tightly packed 
around. The final cable is obtained by 
drawing the original length through a 
series of dies which reduce its diameter 
and at the same time increase its length. 
A cable 2 in. in dia. and 10 yd. long 
may be died-down to produce a finished 
cable of 0-2 in. dia. and 1,000 yd. long. 
It is a fundamental property of this 
method of manufacture that the interna! 





conductors are reduced in the same pro- 
portion as the outside dia. of the tube. 

M.I. cables are usually made with a 
maximum of seven conductors, and the 
tube is filled automatically at a sufficient 
density to maintain the conductors in 
strict registration during drawing. 
During the drawing operation, the 
copper becomes work-hardened, and in 
order to soften it, the cable is heated to 
500° C. by passing through a roller 
hearth furnace, filled with an inert gas 
to keep the copper bright. 


Characteristics 


B.I.C.C. Limited produces M.I. cables 
with one, two, three, four, or seven con- 
ductors in a wide range of sizes. The 
smallest has 0-0015 sq. in. conductors 
capable of carrying up to 16 A. and 
the largest has 0-20 sq. in. conductors 
for up to 400 A. These sizes correspond 
to V.R.I1. cables with 1 /-044 and 37/-083 
conductors respectively. When the 
current-carrying capabilities of equiva- 
lent sizes of the two types of cable are 
compared, the M.I. cable immediately 
shows to advantage. 

The main characteristics of an M.I. 
cable result from the combined proper- 
ties of copper and compressed magnesia. 
These include resistance to _ heat, 
capacity for carrying heavy current 
overloads, imperviousness to water, oil 
and gas, high insulation resistance, 
ability to recover after voltage break- 
down, and resistance to corrosion and 
ageing. 

Unlike conventional cables, an M.I. 
cable contains no organic substance 
which can be decomposed by fire. 
Magnesia is unaffected by temperatures 





Cable being reduced in diameter on a drawbench 
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as high as 1,000° C. and this property, 
with the high melting point of copper, 
allows the cable to remain fully 
operational even at red heat. 

Again unlike rubber and paper, com- 
pressed magnesium oxide is both a good 
electrical insulator and an excellent 
thermal conductor. As a result of this 
high thermal conductivity, the con- 
ductor under normal conditions runs at 
almost the same temperature as the 
sheath. Thus, for a given current, it is 
virtually true to say that the conductor 
will run almost as cool as a copper rod 
of a size equal to that of the whole 
cable. This and its ability to withstand 
high temperatures make it capable of 
enduring very heavy current overloads. 

Should the sheath of an M.I. cable 
be struck a heavy blow sufficient to dis- 
tort the tough copper sheath, the strain 
will be distributed equally throughout 
the cable so that the conductors will 
retain their relative spacing and the in- 
sulation remain unimpaired. Its great 
mechanical strength is coupled with a 
high degree of flexibility. The cable 
may be tightly coiled and yet have its 
electrical properties unaltered. 

Because of their construction, M.I. 
cables have a remarkable power of re- 
covery after electrical breakdown. 
Breakdown of the cable is relatively un- 
likely to occur as the spaces between 
the conductors and the sheath are such 
that, were no insulant present, the 
breakdown voltage would be over 
2,000 V. Due to the presence of powder 
grains, this value is raised in practice 
to 5,000 V. for straight cable. Should 
breakdown occur, the powder is un- 
impaired and, provided that the power 
of the discharge is insufficient to melt 
the copper conductors into the gap, the 
cable will be unaffected by sparking. 


Resistance to Corrosion 


Two of the cable’s most valuable 
properties are its resistance to ageing 
and to corrosion. The materials of 
which it is constructed are virtually 
non-ageing and give the cable an in- 
definite life. It may be removed from 
an installation after many years of use 
and re-erected elsewhere with complete 


confidence that it will mot have 
deteriorated in any way. 
Magnesia has a great affinity for 


water and hence an open cable end will 
absorb moisture from the atmosphere. 
The moisture will, however, rarely 
penetrate the cable for more than 6 in., 
even after prolonged exposure. The 
effect of this moisture is to lower the 
value of the insulation resistance. It 
may be removed either by heating the 
cable to red heat or by cutting off the 
affected end. To prevent the ingress of 
moisture, the cable end is terminated 
with a moisture-proof seal. 

A seal is made by first baring and 
cleaning the conductors. A metal seal- 
ing pot, which cuts its own thread in the 
sheath, is then screwed on the cable 
end. A disc, pierced with as many holes 
as there are conductors and with a 
P.V.C. sleeve fitted through each hole, 
is passed over the conductors and 
brought close to the metal pot, which is 
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CONDUCTOR a 


MAGNESIUM OxiDE » 


Make-up of a typica! mineral-insulated cable 


then filled with a moisture-resisting 
compound. Finally, the disc is crimped 
securely into the pot, using a special 
tool. This operation presses the com- 
pound into intimate contact with the 
magnesia surface. It is on this bond 
that resistance to»moisture depends. 

The seal not only protects the cable 
against moisture but also prevents 
loosening of the powder at the ends, 
avoids a flash-over path at the mag- 
nesia face, and provides each conductor 
with individual and flexible insulation. 
In order to anchor the cable to an 
accessory, the sealing pot is shrouded 
with a gland which screws.into the 
entry and is secured to the cable by 
means of a compression ring. This 
gland, besides being a deterrent to the 
entry of moisture into the accessory, 
ensures electrical continuity between it 
and the cable sheath. 

This latter feature is of especial value 
in concentric earthed wiring systems to 
which M.I. cable, because of its ex- 
tremely low earth continuity resistance, 
is particularly suited. 


Applications 
Initial applications of M.I. cable con- 


centrated upon its remarkable resistance 
to fire with the resulting protection it 





afforded to installations such as power 
stations, and buildings such as signal- 
boxes, containing a concentration of 
strategic equipment. 

Latterly there has grown an aware- 
ness of its potentialities as a self- 
supporting, fully-protected wiring 
system which can be easily installed, re- 
quiring a minimum of tools, and is 
capable of being re-sited without detri- 
ment to its performance. Because of 
its low space factor and its integral 
sheath, it is cheaper, neater in appear- 
ance and less liable to corrosion than 
bulky conduit and is considerably easier 
to transport and install. 

Prefabricated cable cut to length, 
sealed and terminated ready for 
immediate installation, can be factory 
assembled. B.LC.C. Limited also 
makes a range of accessories for use 
with the cables. 

For use in situations where the 
atmosphere is unduly corrosive, an 
M.I. cable with a P.V.C. covering over 
the copper sheath is available. This 
outer sheath protects the copper from 
attack by deleterious chemicals, thus 
giving it an almost indefinite life even 
in such unfavourable environments as 
chemical works, paint spraying shops, 
and tunnels. 


on i 


Cables passing through a roller hearth furnace 
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Ernakulam-Quilon Railway Construction 
Nearly 40 per cent of this 96-mile line is now open 





Girder bridge over Ashtamudy Lake, near Quilon 


‘FRE costwne rail gap between Ernak- 
ulam, on the Southern Railway of 
India 5-ft. 6-in. gauge branch to 
Cochin Harbour, and Quilon on the 
metre-gauge line to Trivandrum, 96 
miles further south, is now being closed 
by the construction of a metre-gauge 
line. Estimated to cost £4,500,000, the 
new railway has no fewer than 400 
bridges, 34 of them major structures, 
necessitated by the many backwaters, 
lakes, rivers, and creeks to be crossed. 

Begun in December, 1952, the first 
374 miles from Ernakulam to Kottayam 
were completed and opened for traffic 
on October 17, 1956. The estimated 
cost of this section was £1,762,500. 
Much of the work on the remainder of 
the new construction has also already 
been completed. 


Costly Features of the Work 


The three abnormally heavy items of 
construction are land, bridging and road 
crossings. Because of dense population 
—amounting to 1,800 to the sq. mile 
throughout about two-thirds of the 
length of the line—and the fact that 
almost every acre of the land in that 
area is under cultivation, the cost of 
acquiring land was very high and the 
inhabitants, being small-holders, were 
extremely reluctant to give up any 
property. It was very difficult to avoid 
friction in compulsory acquisition, and 
the total cost was about £840,000, a big 
proportion of the whole by Indian 


standards. 
The earthwork throughout the whole 
line is estimated to total about 


170,000,000 cu. ft., of which some 85-90 
per cent has been completed. As the 
employment of manual labour was 
necessary, heavy earth-moving plant was 
not used. Diesel and petrol lorries, 
loaded and unloaded by hand, carried 
the earth for filling, and even heavy 
rock cuttings were excavated by manual 
labour. 

The 34 major bridges, 19 of which 
have already been completed, are across 
perennial waterways and necessitated 


= i 


well-sinking to found the abutments and 
piers on hard strata, mostly below 60-70 
ft. of soft clay. In some cases even the 
artificial islands proved too unstable for 
setting well-curbs, and caissons had to 
be used: Considerable difficulty was 
experienced in sinking them and the 
wells vertically. Cantilever loads of up 
to 200 tons had to be used for 
straightening, and heavy strutting as well 
as rollers between twin wells were 
necessary to correct uneven and tilted 
sinking. Generally, it was found that 
artificial islands for  well-sinking— 
formed by a cutter-suction dredger— 
were cheaper than caisson work even in 
20 ft. of water. After plugging, the wells 
were tested with loads of 450 tons of 
sandbags where sinking had not reached 
hard granite bottom. 

Considerable delay was experienced 
10 obtaining superstructure steelwork, 


and even on the section already open 
temporary girders supported by sleeper- 
cribs have had to be used in some 
cases. However, 14 spans of 80 ft. and 
60 ft. have been received and ferried 
to bridge sites on barges. At one bridge 
a sudden flood washed away the tem- 
porary island and sleeper stacks whilst 
girder erection was in hand. Further 
erection had to be done with the aid of 
150-ton steel pontoons to support the 
sleeper stacks. Of the 374 minor bridges 
about 330 have now been completed. 


Road Bridges 

Because of the dense network of roads 
in the area, no fewer than 251 road 
crossings were unavoidable: 37 im- 
portant roads are crossed by means of 
either under- or over-bridges; 11 are 
on the section of line in service, in- 
cluding an 80-ft. R.C. bowstring over- 
bridge in Kottayam town. There are 
220 level crossings, 80 of them already 
completed. 

Other quantities of materials involved 
in this construction are: 2,300 tons of 
steelwork for bridge superstructures; 
concrete and masonry 5,300,000 cu. ft.; 
and well-sinking 6,840 lin. ft. The 
average labour strength employed is 
about 8,000. 

The general outlook in connection 
with this new line and its part in open- 
ing up the country are discussed in an 
editorial note on another page. 


PARIS SUBURBAN TRAIN DRIVERS’ STRIKE.— 
A 24-hr. strike by the drivers of electric 
trains on many of the suburban lines of 
Paris was started without warning on May 
8. The grievances of the drivers are under- 
stood to be concerned with medical 
examination. 
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Reinforcements being completed for arch of 80-ft. span reinforced concrete 


bowstring girder bridge 
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PERSONAL 


Lord Rusholme has accepted the Presi- 
dency of the Railway Benevolent Institution 
for the current year. 


Mr. A. Forbes Smith, Chief Stores Officer, 
British Transport Commission, who retires 
at the end of this month, was born in 
Morayshire and educated at Gordon School, 
Huntly, and Abcr leen University. He served 
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matters. In the winter of 1936-37 he 
toured India as Assistant to the Indian 
Railway Enquiry Committee (the Wedgwood 
Committee), and, early in 1939, served 
another term of special duty with the 
Railway Companies’ Association in con- 
nection with the “‘ square deal” proposals. 
He was an original member of the Road & 
Rail Central Conference. Mr. Forbes Smith 
became Assistant Goods Manager, Southern 
Area, L.N.E.R., in 1939. In 1940 his 





month. He intends to study steam genera- 
ting apparatus and attendant industries in 
Britain and on the Continent. He is also 
interested in power transmission systems for 
diesel locomotives. 


Mr. R. B. Hoff, Stores Superintendent, 
Western Region, British Railways, who, as 
recorded in our May 10 issue, has been 
appointed Chief Stores Officer at B.T.C. 
Headquarters, was educated at The School, 





Mr. A. Forbes Smith 


Chief Stores Officer, 
1955-57 


in France throughout the 1914-18 war with 
the Gordon Highlanders, was wounded, 
and subsequently seconded for duty in 1916 
with the Director of Docks soon after the 
formation of the Directorate General of 
Transportation. After the Armistice he 
was transferred to Rotterdam, where he 
was responsible on the military side for the 
transit of supplies for the Army of Occupation 
and the German Civil Occupation. Mr. 
Forbes Smith joined the London & North 
Eastern Railway in 1927 in the Works Section 
of the Chief General Manager’s Office and 
was made Head of the Road Transport 
Section when it was formed in 1929, in 
whi.h capacity he was connected with the 
operation of the Road Traffic Act, 1930. 
In 1932 he was associated with the Salter 
Conference, and later the same year, had a 
period of special duty with the Railway 
Companies’ Association in connection with 
the passage through Parliament of the Road 
& Rail Traffic Act, 1933. In 1934 he was 


appointed Chief General Manager’s Assistant 
rates, 


for Statistics and Parliamentary 





B.T.C., 


services were loaned to the Ministry of 
Supply where he held the position of Deputy 
Director General in charge of Transport. 
On his return to the L.N.E.R. he was 
appointed Traffic Stores Superintendent in 
1946 and, after nationalisation, Assistant 
Stores Superintendent, Eastern & North 
Eastern Regions, becoming Stores Super- 
intendent in 1951. In 1952 he was appointed 
Chief Officer (Stores), Railway Executive 
headquarters, and, in October, 1953, follow- 
ing the abolition of the Railway Executive, 
Chief Officer (Stores), British Railways, 
British Transport Commission. He became 
Chief Stores Officer, Central Services, British 
Transport Commission, on January 1, 1955. 


Mr. M. J. Chughtai has been appointed 
General Manager of the North Western 
Railway, Pakistan. 


Mr. Yoshikazu Taga, Chief of Research 
Section of Kisha Seizo Kaisha Limited (the 
Kisha Rolling Stock Manufacturing Co. 
Ltd.) of Japan, will visit London during this 





Mr. R. B. Hoff 


Appointed Chief Stores Officer, 


B.T.C. Headquarters 


Ipswich. He began his railway career in 
1923 with the London Underground group 
of companies in the audit office, where he 
was engaged on general audit work and cost 
investigations. After a short period in the 
Chief Mechanical Engineer’s Workshops, he 
was transferred in 1926 to the Stores Depart- 
ment, where he became Personal Clerk to 
the Chief Stores Superintendent in 1928. 
After filling various positions in the stores 
and purchasing sections of the Department, 
he was appointed Assistant for Standard- 
isation in 1937. Subsequently and consequent 
on the recent war, he was engaged on special 
duties relative to the supply of materials 
under wartime conditions. In 1942, at the 
age of 38, Mr. Hoff was promoted to be 
Assistant to Chief Stores Superintendent, 
London Passenger Transport Board, and, 
three years later, became Purchasing Agent 
responsible for the purchase of all stores, 
supplies and other assets, including rolling- 
stock, both road and rail. In 1949 he was 
appointed Chief Stores Officer, Road 
Transport Executive. When Mr. Hoff 
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assumed this responsibility, there was 
practically no existing stores organisation 
and steps had to be taken to introduce and 
implement a system for purchasing and of 
material control to meet the particular 
circumstances. Mr. Hoff was appointed 
Stores Superintendent, Western Region, in 
July, 1955. 


Mr. G. F. Fiennes, O.B.E., who, as 
recorded in our March 4 issue, has been 
appointed Line Traffic Manager (Great 


Northern), Eastern Region, British Railways, 
was educated at Winchester and Hertford 
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Mowatt Cup side, and having been Chairman 
of the Eastern Region Boxing and Com- 
petitions Committees. He is a Member of 
the Institute of Transport and an Associate 
Member of the Industrial Transport Asso- 
ciation. He was made an O.B.E. in 1957. 


Mr. W. G. Thorpe, who, as recorded in 
our March 8 issue, has been appointed 
Line Traffic Manager (Great Eastern), 
Eastern Region, British Railways, entered 
the service of the L.N.E.R. in the office 
of the Divisional General Manager, North 
Eastern Area, York, in 1927. Following 
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ham, in 1954. He has been closely identified 
with the Ambulance Movement and with the 
British Railways Staff Association, being 
successively Chairman of the Hull Branch, 
and President of the Nottingham and 
Annesley Branches. Mr. Thorpe is a Member 
of the Institute of Transport, and a Fellow 
of the Permanent Way Institution. 


Mr. R. A. Hamnett, District Engineer, 
Exeter, Southern Region, British Railways, 
has been appointed District Ersineer 
Woking, succeeding Mr. S. L. Furnivall, 
who is retiring on September 30. 





Mr. G. F. Fiennes 
Appointed Line Traffic Manager (Great Northern), 


Eastern Region 


College, Oxford. He joined the L.N.E.R. 
as a Traffic Apprentice in 1928 and, after 
training, held positions in rapid succession 
as Wagon Control Inspector, York; Assistant 
Yardmaster, Whitemoor; Chief Trains Clerk, 
Cambridge; Freight Trains Clerk, York; 
Chief Freight Trains Clerk, Eastern Section, 
Liverpool Street. Between 1939 and 1945 
he became Assistant District Officer at 
both Edinburgh and Cambridge; held two 
Headquarters appointments at York and 
Shenfield; and was appointed to two Districts, 
Nottingham and Stratford. While at Strat- 
ford he began his work on the East Anglian 
interval steam express services and on the 
electrifications and new mechanised marshal- 
ling yards in the Eastern Suburban area, a 
link which has continued since his various 
appointments at Headquarters since 1948. 
The most recent of these, that of Acting 
Operatir g Superintendent, occurred in 1956. 
Mr. Fiennes has been actively associated with 
the development of sport in the Eastern 


Region, having played for and _ latterly 
captained the Operating Department’s 


station and District Office experience he 
was appointed a Traffic Apprentice in 1934 
and, after training in the Southern Area of 
the L.N.E.R., he became Assistant Station- 
master, Hertford, in 1937 and Assistant 
Yardmaster, Whitemoor, in 1938. In 1941, 
after temporary service with the Admiralty, 
Mr. Thorpe was appointed Chief Trains 
Clerk & Chief Controller, Cambridge, and, 
in 1942, Assistant to the District Super- 
intendent, Darlington. In 1943 he returned 
to the Southern Area as Senior Freight 
Trains Clerk to the Operating and Loco- 
motive Running Superintendents (Eastern 
Division), and, after a period as Assistant 
District Superintendent, Lincoln, was appoin- 
ted Senior Freight Trains Clerk to the 
Operating Superintendent (Western Division). 
He was appointed Assistant District Super- 
intendent, Leeds, in 1947, Trains Assistant 
to Operating Superintendent (Western Divi- 
sion), in 1948, and District Superintendent, 
Leeds Central, in 1950. He became District 
Operating Superintendent, Hull, in 1951 and 
District Operating Superintendent, Notting- 


Mr. W. G. Thorpe 
Appointed Line Traffic Manager (Great Eastern), 


Eastern Region 


Mr. C. H. Clarke, Chief Clerk, Treasurer’s 
Department, Deepdene, Southern Region, 
British Railways, has been appointed Assis- 
tant Treasurer, Southern Region, with effect 
from August 1, 1957, succeeding Mr. N. H. 
Smart, who is retiring. 


Captain E. W. Jones, Senior Marine 
Officer, East African Railways & Harbours, 
went on leave pending retirement on 
February 5. Captain Jones joined the 
Tanganyika Railways & Ports Services on 
March 1, 1940, and served in Dar-es-Salaam 
Port for nearly two years before taking 
command of T.R.S. Liemba on Lake Tan- 
ganyika, a position he occupied for just over 
four years. After a further short period in 
Dar-es-Salaam, he commanded T.R.S. Azania 
on coastal services and during this period 
also carried out the duties of Port Officer at 
Lindi. He was posted ashore as Port 
Officer, Lindi, in 1948, and was designated 
Harbourmaster in 1949. He was appointed 
Senior Marine Officer of the system in 
May, 1951. 
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Mr. L. Sproat 


Appointed Operating Officer, 
North Eastern Region 


Mr. Lowingham Sproat, M.Inst.T., As- 
sistant Operating Superintendent, North 
Eastern Region, British Railways, has been 
appointed Operating Officer, North Eastern 
Region, in which capacity he will be respon- 
sible to the Chief Traffic Manager for all 
traffic operating functions in the Region. 
Mr. Sproat began his railway career as a 
clerk at Brompton Junction Station in 1912. 
He served in the 1914-18 war in the ranks 
and later as a commissioned officer in the 
Durham Light Infantry, and was wounded 
in France. After demobilisation he was 
employed in the Chief Goods Manager’s 
office, N.E.R., York, and became a Traffic 
Apprentice in 1921. After training in the 
Traffic Department he held positions as 
Assistant Yardmaster, Dunston; Operating 
Assistant to Dock Superintendent, Alexandra 
Dock, Hull, and Assistant to District Super- 
intendent, York. In 1928 he was appointed 
Assistant District Superintendent at New- 
castle, and, in 1933, Assistant to Super- 
intendent (Trains), N.E. Area, York. From 
1936 to 1943 he was District Superintendent, 
York, and, from 1943 to 1953, was District 
Operating Superintendent at Newcastle. 
Mr. Sproat became Assistant Divisional 
Operating Superintendent in March, 1953, 
and Assistant Operating Superintendent, 
North Eastern Region, in January, 1955. 


Mr. A. J. Romer, Director of Engineering 
& Development of the A.C.V. group of 
companies, left London Airport on May 8 
for a tour of Canada and the United States. 


Mr. Norman Elce, 
Mechanical Engineer, Metropolitan-Vickers 
Electrical Co. Ltd., has been elected a Vice- 
President of the Institution of Mechanical 
Engineers. 


We regret to record the death at the age of 
75 of Mr. Ernst Gysel, for many years 
Technical Manager of the Swiss Locomotive 
& Machine Works. He was well known 
to the older generation of locomotive 
engineers throughout Europe and in England. 
For 19 years before his retirement in 1948 
he was Manager of the Locomotive Depart- 
ment of S.L.M., and, in that capacity, was 
associated with many outstanding develop- 
ments in electric locomotive design and 
construction. 
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Mr. Starr W. Fairweather 


Vice-President, Research & Development, 
C.N.R., 1943-57 


Mr. Starr W. Fairweather, Vice-President 
of Research & Development for Canadian 
National Railways, has retired after more 
than 40 years association with railway and 
industrial development projects in Canada. 
Mr. Fairweather is known throughout 
Canada and abroad as one of the foremost 
Canadian authorities on transportation. He 
has been intimately connected with practic- 
ally every major C.N.R. project in the past 
35 years. He has strengthened the system’s 
competitive position through improvements 
achieved by a special emphasis on research 
concerning materials and equipment which 
railways use. He was influential in build- 
ing the C.N.R’s modern research and test- 
ing laboratory at Montreal, and, more 
recently took a leading part in the revival 
of Canadian railway building which is one 
of the most significant features of the 
country’s postwar development. During 
the recent war he was largely responsible 
for clearing transport bottlenecks at Canada’s 
eastern seaports. For a time, he was on 
loan to the Department of Munitions and 
Supply where he organised an economics 
branch. Mr. Fairweather studied engineer- 
ing at Acadia and McGill universities before 
joining the Department of Railways & 
Canals in 1916. His appointments in that 
department included those of Assistant 
Engineer on the Prince Edward Island car 
ferry terminals, Assistant Engineer on the 
Quebec Bridge, and Structural Engineer 
for the department at Ottawa. In 1919 he 
joined the staff of the Grand Trunk Arbitra- 
tion. He joined Canadian National Rail- 
ways in 1923 as Assistant Director of the 
Bureau of Economics of which he became 
Director in 1930. He was appointed Chief 
of Research & Development in 1939 and 
became Vice-President in 1943. 


Mr. G. F. Buckingham, General Traffic 
Manager of the Canadian Pacific Railway, 
Montreal, has arrived in London on a 
business visit to the company’s European 
organisation. 


Mr. John M. Birch, Chairman of the 


Public Transport Association, has retired. 
The new officers of the Association are: 
Mr. T. Robert Williams (Chairman), and 
Messrs. A. F. R. Carling and R. E. Chisnell 
(Vice-Chairmen). 


Dr. O. M. Solandt 


Appointed Vice-President of Research 
& Development, C.N.R. 


Dr. Omond M. Solandt, who succeeds 
Mr. Fairweather as Vice-President of Re- 
search & Development, Canadian National 
Railways, was born in Winnipeg in 1909 
and attended the University of Toronto 
where he obtained the degrees of B.A., M.A. 
and doctorate in medicine. He _ subse- 
quently spent a year in research at Cam- 
bridge University, and another as interne 
at Toronto General Hospital. Following 
further post-graduate work at London 
Hospital in this country he joined the 
teaching staff of the Department of Physio- 
logy at Cambridge where he later became a 
Fellow of Trinity Hall. During 1940-41 he 
directed the South-West London Blood 
Supply Depot. He later established the 
Physiological Laboratory at the Armoured 
Fighting Vehicle School at Lulworth, and, 
by 1944, was Superintendent of the Army 
Operational Research Group for the War 
Office and Ministry of Supply. He joined 
the Canadian Army the same year, carrying 
on his work with the rank of acting colonel. 
On the cessation of hostilities he was 
assigned as War Office representative to 
study the effects of atomic bombing on 
Hiroshima and Nagasaki. Dr. Solandt 
returned to Ottawa in 1946 to set up the 
organisation which became the Defence 
Research Board a year later. In 1952 he 
participated in Britain’s first atomic explo- 
sion tests in Australia. 


The Hon. Anthony Berry, Member of the 
Western Area Board of the British Transport 
Commission, and Mr. W. R. Stevens, South 
Wales Area Officer, Western Region, British 
Railways, have been elected Members of the 
Council of the Industrial Association of 
Wales & Monmouthshire. Mr. David J. 
Young of the Steel Company of Wales 
Limited has been elected a Vice-Chairman. 


Mr. W. P. N. Edwards, Director of Home 
Services, Federation of British Industries 
since 1951, and a director of British Overseas 
Fairs Limited since its formation in 1953, 
is responsible in this second capacity for the 
overall planning and promotion of the 
forthcoming British Trade Fair & Exhibition 
to be held in Helsinki during September 6-22 
next. He was formerly Joint Secretary of 
the Standing Joint Committee of Main-Line 
Railway Companies and of the L.P.T.B. 
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NEW EQUIPMENT AND PROCESSES 


Pneumatic Re-railing Plant 


DESIGNI D to provide a mobile source 

of compressed air for the operation of 
pneumatic jacks, traversing bases and other 
air-powered tools, the South African Rail- 
ways experimental mobile power unit has 
recently been shown to be successful 
in reducing the time required to replace 
derailed locomotives, wagons, coaches, and 
sO on. 

Accessibility to scenes of accidents on 
the railway may often be too limited to 
allow the use of travelling cranes, and in 
the past, laborious hand jacking has been 
the only method possible. 

With the new unit now available, it has 
been demonstrated that it is possible to re- 
rail, in some 15 min., a 70-ton locomotive 
which has left the rails at the front end 
only. 

The six jacks employed are each capable 
of lifting 25 tons at the rate of 9 in. per 
min., thus reducing the labour time in- 
volved, it is stated, by 90 per cent and con- 
siderably increasing the safety of personnel 
employed on the operation 

The unit comprises a PB-8-500 
stationary compressor, powered by a Rolls- 
Royce C6SFL oil engine developing 140 


powel 


b.h.p. 1.250 r.p.m. The compressor 
delivers 500 c.f.m. at 100 lb. per sq. in. and 
is coupled to the diesel by vee-belt drive, 
both units being mounted on a common 
baseplate 

An ai eceiver, air delivery piping 
and manifolds are provided and air is 


distributed. to portable air manifolds by 
means of dia. hosing. One-in. dia. 
hosing from the manifolds carries the air 
to pneumatic tools up to 400 ft. from the 
wagon. 

In addition to the jacks and traversing 
bases required for lifting, pneumatic pile 
drivers can also be employed for driving 
in staying poles. A single drum compressed 
air portable hoist, capable of exerting a 
maximum rope pull of 1,500 Ib. at 65 Ib. 
per sq. in. is incorporated in the equipment 
to assist the jacks in uprighting overturned 


2-in 








trucks and also to pull re-railed wagons 
clear of the site of operations. 

The illustrations show a trial locomotive 
being re-railed with the jacking equipment, 
and the compressor power unit housed in 
the mobile van. 

Further details of the compressor equip- 
ment can be obtained from the manufac- 
turer, Consolidated Pneumatic Tool Co. 
Ltd., 232, Dawes Road, London, S.W.6. 


Fork-Lift Truck 


UITABLE for the handling of palletised 
stores and general merchandise, the 
Tunstack is a_ rider-controlled fork-lift 
truck recently added to the manufacturer’s 
MR range. It is available in two capaci- 


ties: the TS.2 which lifts 2,240 lb. at 20-in. 
centres, and the TS.3 which has a capacity 
of 3,000 lb. at the same centres. 

The standard lift is 108 in., although 
heights up to 144 in. are available to order. 
Dimensions of the truck include: overall 
height, forks lowered, 77 in.; forks raised, 
1324 in.; speed of lift, 25 ft. per min. 
loaded, 30 ft. per min. unloaded; overall 





width, 32 in. and 36 in. for lifts over 
108 in., length less forks, model TS.2, 
614 in., model TS.3, 664 in. The turning 
circle radius of the TS.2 is 614 in., TS.3, 
is 664 in. The unladen weight (approxi- 
mate) for model TS.2 is 4,000 lb. and for 
model TS.3, 4,500 Ib. 

Brakes are electric deadman type on drive 
wheel, with a hand operated parking brake 
on front wheels. Aisle width required to 
turn and stack at 90 deg. for the model 
TS.2 with a 40-in. pallet is 1014 in.; other 
pallet sizes naturally affect the width re- 
quired. Solid rubber tyred wheels are 
fitted to both models; cushion types are 
available on all models. Suitable leverage 
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from steering wheel gives light positive 
steering. The drive unit assembly is 
mounted on double ball race track for 
easy action. 

Three forward and three reverse speeds 
with foot pedal control are incorporated 
in the truck. Forward or reverse speed is 
selected from lever situated on right hand 
side of driver. Speeds of 44-5 m.p.h. are 
obtained. The source of power is 36-V 
180-350 A.H. traction batteries, supplying 
the 2-h.p. heavy-duty traction motor driv- 
ing the rear wheel through a worm reduc- 
tion gear and chain. A separate pump- 
motor unit powers the hydraulic supply to 
the hoist ram. Control is through a sensi- 
tive valve which automatically _ starts 
the motor. 

A tilting carriage is provided for greater 
stability, the tilt control being adjacent to 
the hoist control. The mast and carriage 
are carried on specially formed rollers 
with sealed ball races for reduction of 
power consumption. 

A built-in charger fitted with an end-of- 
charge termination device is normally in- 
cluded with the machine. There is an 
interlocking device fitted which prevents 
the machine being driven whilst the charger 
is still connected to the electric supply 
Attachments available to special order in- 
clude fork extensions, crane attachment, 
rotating carriage, rotating squeeze clamps 
and boom. 

Details of price and delivery are avail- 
able from the distributors in this country, 
G. Hunter (London) Limited, 80, Fen- 
church Street, London, E.C.3. 


Electronic Co-ordinate 
Positioning 


AN automatic, electronically-controlled 
machine for drilling, marking-out, 
plotting, draughting, and spotting opera- 
tions on sheet material of any kind, the 
Autoplot, is applicable to jig and tool 
prototype development work and so on. 

Essentially, the Autoplot consists of a 
worktable, tool carriage and gantry, and 
the electronic control circuits. Operation 
is very simple. An important feature is 
the provision for control by punched 
card or programme tape. 

The gantry has a longitudinal travel of 
30 in., the tool carriage a transverse 
trave]) of 20 in. The X- and Y- datum 
lines can be set electronically anywhere 
required within this 30 in. x 20 in. 
working area. 

Having established the datum lines, the 
tool head can be moved automatically 
into any required position, simply by 
setting the required X- and Y- co- 
ordinates on the dials and switching on 
the drive motor. As the leadscrews move 
the tool head over the workpiece each 
0.001-in. increment of movement causes a 
pulse to be delivered to electronic counter 
circuits. 

The tool carriage continues to travel 
until the readings on the counter tubes 
agree with the dial settings. When the 
correct position is reached the tool is 
lowered automatically on to the work- 
piece at the push of a button. Provision 
is made for manual control of the tool- 
head movement: this over-rides any pre- 
selected dial settings. 

Positioning _ is 
0.001 in. over any 


accurate to within 
six inches of travel, 
and to within 0.002 in. over the whole 
worktable. An automatic electro-mag- 
netic gearbox provides two speeds of 
travel: a high-speed of 60 in. per min. for 
the initial movement, and a reduced speed 
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of 1.2 in. per min. which is employed 
for the final few thousandths of an 
inch. 


Working surface of the table is 40 in. 
x27 in. and by using external steadying 
devices materials of unlimited length (up 
to 24 in. wide) can be accommodated on 
the machine. 

Limiting switches prevent the _tool- 
holder from over-runnipg, and a slipping 
clutch prevents damage to the tool by ob- 
structions in the working area. 

The electrical supply is normally 400- 
440 V., 50 cycles, 3-phase, 600 VA,, or 
can be supplied to suit customers’ re- 
quirements. The weight of the equipment 
is approximately 550 lb. (250 kg.). Details 
of price and delivery may be obtained 
from the manufacturer, Mullard Limited, 
Torrington Place, London, W.C.1. 


Tank Fabrication Roller Bed 


HE manufacturer’s medium series fixed 
roller bed has now been re-designed 
to incorporate improvements and new 
distinctive features. This bed is of applica- 
tion, for example, for the manipulation of 
tanks for railway tank wagons during 
welding operations. 
The base frame is fabricated from mild 


uw 
~] 


steel rolled sections and plate. On the 
drive unit two carriages are mounted, each 
carrying two 16-in. dia. rolls. These are 
rubber tyred to provide traction, and to 
allow for surface irregularities of the 
vessel. 

The drive equipment is also mounted on 
the carriages and on each this consists of 
a 1 h.p. variable speed d.c. motor, driving 
through a double-worm reduction unit to 
the roll shaft. 

The two motors are fed by a 2-h.p. motor 
generator exciter set. This drive equipment 
provides an infinitely variable welding 
speed range between 5 in. and 50 in. per 
min., and is capable of rotating a load of 
24 tons. Control of the rotation speed is 
by means of a regulator mounted on a 
control box attached to the roller bed. 
The direction of rotation can be changed 
by a reversing switch. 

The rolls on either side can be quickly 
and simply adjusted to take vessels between 
1 ft. and 12 ft. 6 in. dia. The idler unit 
is of similar construction to the drive unit. 
Where an idler unit is supplied with the 
drive unit, the two are usually fitted to- 
gether with spacers to form a rigid 
assembly capable of carrying a load of 
12 tons. 

Greater weights rising up to 24 tons 
can be accommodated by using additional 
idler units in series. Two idler units can 
be joined together with spacers as with 
the drive and idler unit to form a double 
idler unit. The illustration shows a drive 
and an idler unit bolted together. 

In addition to the medium series bed, 
the manufacturer’s range of roller beds 
includes light and heavy series. A combina- 
tion of power-driven and/or idler units can 
be assembled with these series also, to take 
vessels of varying weights outside the 
specified range of a single unit, and also of 
varying lengths, where additional support 
is required to obviate excessive deflections. 
The rolls can be adjusted for vessels of 
different diameters. 

Where automatic welding heads are 
used, the vessels can be rotated on the bed 
for the circumferential seam welding at a 
widely variable range of welding speeds. 

The price of the medium series rollers, 
which varies according to the loading, 
ranges from £1,250 to £2,500. Delivery 
is four to five months. The manufacturer 
is Quasi-Arc Limited, Bilston, Staffs. 
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B.T.C. Work Study Training Centre Inspected 


Mr. G. R. H. Nugent and Sir Brian 
Robertson visit The Grove, Watford 


Mr. G. R. H. Nugent, 
mentary Secretary, 
& Civil Aviation, 


Joint Parlia- 
Ministry of Transport 
deputising at short 
notice for Mr. Harold Watkinson, the 
Minister, visited the British Transport 
Commission new Work Study Training 
Centre at The Grove, Watford, on May 10. 
He was accompanied on his tour of 
inspection by Sir Brian Robertson, Chair- 
man of the Commission; Sir John Ben- 
Stead, a Chairman of the Com- 
mission; Sir J. Landale Train, Member of 
the Commission and Chairman of the 
Work Study Training Centre Advisory 
Committee; Mr. W. P. Allen, Manpower 
Adviser, B.T.C.; Mr. E. J. Larkin, Director 
of Work Study, B.T.C.: Mr. A. G. Kent- 
ridge, Principal of the Centre; Mr. T. 
Hollywood, President, National Union of 
Railwaymen; Mr. J. Lawrence, President, 
Associated Society of Locomotive 
Engineers & Firemen; Mr. R. J. Gunter, 
President, Transport Salaried Staffs’ Asso- 
ciation; Mr. H. R. Nicholas, Assistant 
General Secretary, Transport & General 
Workers’ Union; a representative of the 
Confederation of Shipbuilding & Engineer- 
ing Unions; Mr. R. Currie, Head of Work 
Study Department, Imperial Chemical In- 


dustries, Limited, and Mr. T. H. Windi- 
bank, Chairman, Cranfield Work Study 
School. 

Residential courses at the centre started 
on March 11 with the first main 10-week 
course. The second 10-week course started 
on May 6. These courses are being 


attended by senior staff from the Regions 
of British Railways and some of the other 
B.T.C. undertakings. 

With a staff of over 80,000 and with a 
wide variety of interests, the B.T.C. has 
probably the largest work study problem 
in the world. To meet it the Commission 
intends that the senior officers and staff 
from all the Regions and Divisions shall 
attend the training centre. Members of 
the headquarters staff and officers of the 
trades unions will also be given the oppor- 
tunity to attend some of the courses. The 
work of the centre was described in an 
editorial article in our issue of March 29 
last. 

The emphasis in the training courses is 
on practical work. The students investi- 
gate industrial or transport jobs. This is 
done in the laboratory where suitable pro- 
cesses are reproduced, at selected B.T.C. 
installations, or in nearby factories, where 
the local manufacturers are giving willing 
and valuable co-operation. Process charts 
of existing methods are compiled by the 
students who are then taught how to make 
a searching and critical examination of 
them and then to develop a new method 
making the most economical and effective 
use of men, materials, buildings, and 
equipment. Detailed reports and recom- 
mendations are prepared by each student, 
and copies of these reports have already 
proved helpful to some of the local manu- 
facturers whose establishments have been 
visited by the students. 

The Grove, Watford, where the training 
centre is established, was formerly the 
home of the Earl of Clarendon and be- 
came the administrative centre of the 
L.M.S.R. during the last war. It has 
accommodation for 30 students and is on 
the lines of a residential hotel. The house 
itself contains, besides the normal residen- 
tial facilities, lecture and conference 
rooms, as well as the original library, 


which is being fitted as the library of the 
training centre. Practical work is carried 
out in buildings in the grounds used during 
the wartime occupation. At the moment, 
only the demonstration laboratory is in 
use, but two others, for work on method 
study and planned maintenance, are being 
prepared. A fourth building, to be known 
as the Suggestion Room, is to be used for 
housing examples of special methods and 
apparatus developed by the centre or those 
trained in work study, 


Investment in Efficiency 

Sir Brian Robertson welcomed Mr. 
Nugent, expressing the hope that he 
would report to Mr. Watkinson that he 
had gained from his visit further assurance 
that the investment which the Government 
was making in the B.T.C. would prove to 
be an investment in efficiency. 

The opening of this centre did not 
represent either the first effort or the total 
effort of the B.T.C. to promote produc- 
tivity by modern techniques through its 
organisation. It was, however, a signifi- 
cant and key factor in the intensified pro- 
ductivity campaign which the B.T.C. had 
launched recently. So far as he personally 
was concerned, the opening of the training 
centre at Watford was the culmination of 
a development in which he had taken a 
close personal interest during the past 
two years. 

It was just a year ago that firm decisions 
were taken by the B.T.C. as to the 
organisation necessary for work study 
training and promotion. Those decisions 
included the appointment of Mr. E. J. 
Larkin as Director of Work Study and 
provided for the establishment of the 
Watford training centre. One of the essen- 
tial steps had been to obtain the willing 
co-operation of the staff through their 
accredited representatives. Without this, 
success would be impossible. It was there- 
fore an event of great importance when 
the British Railways Productivity Coun- 
cil, on which the Trade Unions are fully 
represented, agreed unanimously to sup- 
port the promotion of work study. 

Watford would train senior officers 
only. Each Region of British Railways 
had, or would have, its own school to 
produce the larger numbers of men trained 
in work study techniques which the 
scheme requires. Other Divisions would 
also have to make their own appropriate 
arrangements. “For the higher training 
of our officers,” Sir Brian Robertson 
pointed out, “we take full advantage of 
available vacancies at the Administrative 
Staff College at Henley. It has, however, 
become abundantly clear that we must 
have our own Staff College and plans to 
establish it are being made.” 

As to work study and the Watford 
training centre, he wished to express 
thanks for the great assistance received 
from many persons both in industry and 
in the trade union movement. “In par- 
ticular” he stated, “I should like to 
thank Sir Ewart Smith and Mr. Currie of 
I.C.l. and Mr. Windibank, Chairman of 
the Cranfield Work Study School. Mr. 
Currie, Mr. Windibank and leading 
representatives of the great trade unions 
concerned with our industry are serving 
now on our Advisory Committee for Work 
Study Training under the chairmanship 
of Sir Landale Train.” 

Mr. Nugent, after expressing his own 
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pleasure at visiting the centre, and 
expressing Mr. Watkinson’s regret that 
Government business had prevented his 


visit, read Mr. Watkinson’s prepared 
speech for him. In the speech the 
Minister recalled his long personal 


interest in all measures for increasing pro- 
ductivity in industry. He referred to his 
discussion, when he was at the Ministry 
of Labour, with Sir Brian Robertson on 
productivity problems of the railways, 
and their agreement on the need to break 
away from past arguments and disputes 
about pay into an era when a much 
broader view could be taken, and the stafi 
would recognise that to increase efficiency 
and profitability would increase their own 
chance of reward. 

The work study centre was concrete 
and encouraging proof of the great pro- 
gress that the Commission had made in 
bringing about this new attitude on behalf 
of all those who work with it. He con- 
gratulated the Chairman and his col- 
leagues on the progress that they had 
made and was delighted to know that this 
progress had largely sprung from _ the 
joint endeavours of the British Railways 
Productivity Council which was set up 
in March, 1955, and which under Sir 
Landale Train had done much to sstart 
a new drive for greater productivity 
through work study and greater efficiency 
on the railways. 


Willing Co-operation 

It was because it felt that the railways 
had now achieved basically the right kind 
of organisation and the right kind of 
spirit of willing co-operation in which the 
trade unions fully joined that the Govern- 
ment felt it was right and in the national 
interest to press on with the railway 
modernisation plan and to underwrite it 
by the Transport (Railway Finances) Act, 
which recently received the Royal Assent. 
These acts of Government policy com- 
mitted large sums of money to this great 
industry. Well over £100 million would 
be spent this year in the modernisation 
plan and in addition some £50 million 
would be required under the Transport 
(Railway Finances) Act to cover the Com- 
mission deficit. This was in no sense a 
subsidisation of the railways but a 
strictly commercial operation which many 
large industrial concerns had_ carried 
through when faced with extensive 
modernisation programmes. 

In the work being done at Watford 
there was direct evidence of a spirit of 
co-operation in the railways, and re- 
assurance that the Government would not 
be disappointed in its expectations that 
having given the railways a fair deal, it 
would get a fair deal in return. 


TURNER & NEWALL RESERVE CAPITALISA- 
TION IssuE.—The directors of Turner & 
Newall Limited have decided to capitalise 
sufficient of the company’s reserves to per- 
mit an issue, credited as fully paid up, being 
made to the ordinary stockholders on the 
basis of one new ordinary stock unit of £1 
for each such unit now in issue. The ap- 
proval of the Capital Issues Committee has 
been obtained and the notices will be 
issued in due course in respect of the 
extraordinary general meeting which will 
require to be held for the purpose of 
increasing the company’s authorised capital 
and capitalising reserves. The directors 


hope to be able to recommend the pay- 
ment of a final dividend for the vear to 
September 30, 1957, similar in amount to 
that paid for the year September 30, 1956. 
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Railway Architecture Exhibition 
at York 


Mr. T. H. Summerson, Chairman, 
North Eastern Area Board, in opening 
recently, at York, the Exhibition of Con- 
temporary Railway Architecture in 
Britain, stated that although a very great 
deal was on the drawing boards, the 
amount of modernisation developments 
which had reached a stage at which it 
could appear on exhibition was small. 

Enough, however, could be seen at the 
exhibition to learn quite definitely that the 
designs which the B.T.C. was approving 
nowadays were thoroughly in the con- 
temporary manner. If anyone thought 
that the railways were living in the past, 
this exhibition would help to give him the 
lie direct. Although each Region had its 
own individuality, there was a “ railway 
tvle” permeating them all, and some 
buildings, such as those at Potters Bar 
and Portishead, were as good as any 
modern railway architecture in the world. 

The exhibition has been arranged by 
the York Institute of Architectural Study 
in collaboration with Dr. F. F. C. Curtis, 
Architect to the British Transport Com- 
mission. It is housed in the Institute’s 
Micklegate premises at York and is open 
{o the public until this evening (Friday) 


Among the exhibits are models. of 
Potters Bar and Leytonstone stations, and 
several photographs of modernised 


stations in the North Eastern Region, in- 


cluding Bradford Forster Square and 
Middlesbrough. Those present at the 
opening ceremony included: 

Messrs. H. A. Short, General Manager, 


North Eastern Region; A. Dean, Chief Civil 
Engineer; A. N. Thorpe, Architect; L. Sproat, 
Operating Officer; F. Petty, Motive Power 
Superintendent; A. F. Wigram, Signal Engineer ; 
H. F. Sande-son, Assistant Commercial Officer ; 
end S. W. Jesper, Public Relations & Publicity 
Officer. 


Visit to Workington Steelworks 


Some 30 members of the technical Press 
visited the works of the Workington Iron 
& Steel Co. Ltd., a branch of the United 
Steel Companies Limited, on May 9 and 
10 to see the production of steel rails, fish- 
plates, and similar articles. 

The party, after being entertained by the 
Workington Iron & Steel Company to 
luncheon at London Airport, travelled by 
air to Silloth and thence by road to the 
Lodore Hotel, near Keswick, where Mr 
T. S. Kilpatrick, Deputy General Manager 
of the company, presided as host at dinner 

On May 10 the guests were welcomed at 
the works by Mr. D. R. Wattleworth, 
Director & General Works Manager. 
who gave a short account of the company’s 
history. 

The visitors were then taken on a tour 
of the works, including the Bessemer 
Memorial School opened by the Queen in 
October, 1956, in which they were able to 
see the basic training arranged for 
apprentices. The training premises con- 
sist of a workshop, lecture rooms, film pro- 
jection room. and library. The syllabus 
includes machining, fitting, welding, and 
drawing work, all by qualified instructors. 


Production of Railway Material 
They were afterwards shown the produc- 
tion of rails and fishplates, including the 
Bessemer converters with an output of 25 
tons each, and the rolling of rails and fish- 
plates. 
Some 150,000 tons of rails are produced 
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annually. Operations include rough and 
finish rail rolling, straightening, cutting to 
length, and drilling. After inspection, those 
for home railways are loaded direct on to 
bolster wagons, while rails for overseas 
are transferred to the docks on the com- 
pany’s own line. The company’s by- 
products include crude coal tar, benzole, 
ammonia, and so on. 

Mr. T. S. Kilpatrick, at the subsequent 
buffet luncheon, in giving an outline of the 
company’s products, said that some 85 per 
cent of the output was railway materials, 
such as rails, which totalled some 150,000 
tons a year; steel sleepers accounted for 
25,000 tons annually; and total production 
in ingots was about 280,000 tons. Some 


35 per cent of railway materials were 
exported. 
The visitors were later conveyed to 


Silloth Airport and thence to London by 
alr. 








Ruston & Hornsby Limited 
Research Centre 


To meet the need for increased research 
facilities for the company’s products, and 
to bring together the many development 
activities being undertaken at its various 
works, Ruston & Hornsby Limited has 
built a research centre at Lincoln which is 
designed to house all the company’s 
research and development activities under 
one roof. 

The centre, which cost some £300,000 
to build and equip, has an area of some 


33,000 sq. ft. available for testing. Office 
accommodation on two floors totals 
12,000 sq. ft. The staff permanently 


employed at present totals 165 technicians 
and operatives. 


Range of Research 

Equipment is provided for research and 
development work on the complete range 
of Ruston diesel engines, gas turbines, and 
locomotives, and on a variety of activities 
connected with prototype projects. The 
actual capacity in terms of test bed opera- 
tions is 40 high-speed engines, 10 medium- 
speed engines, and five gas turbines (soon 
to be seven). A siding connection to the 
adjacent line of British Railways, Eastern 
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Region, provides access for locomotives 
from other works to be run into the diesel 
locomotive testing bay. This, when fully 
equipped, will probably consist of roller- 
drawbar and jackshaft-dynamometer test 
equipment. 

Work which is being pursued which will 
have a direct bearing on products for loco- 
motives of various types includes the study 
of exhaust port shielding, torque charac- 
teristics, and transmission systems; the 
gearbox section is concerned with the 
design and development of gearboxes of 
the company’s design and research with 
hydraulic gearboxes to provide design data. 
Trials are also being carried out on 
alternative power transmission systems. 


Reassessment of Theories 

Other development work, which be- 
cause of its general nature will apply to 
all diese] engine applications, includes a 
thorough reappraisal of the fundamental 
assumptions on the design of oil engines, 
results of which have thrown suspicion on 
the accuracy of a number of those assump- 
tions. 

Tests are in progress to ascertain if 
small diesel engines are capable of running 
for 2,000 hr. unattended; research is also 
being conducted into bearing alloys, and 
air cooling for small diesels. 

The company is_ investigating, in 
addition, development of industrial gas 
turbines to burn a variety of fuels, which 
include creosote pitch and pulverised peat. 
The research centre has facilities for every 
aspect of gas turbine development, and 
provision has been made for a nuclear 
reactor on which design studies are being 

made. ‘The illustration shows a test bay 
of the centre for testing engines up to 
140 b.h.p. 





LONDON MIDLAND REGION AMBULANCE 
COMPETITION.—Mrs. Blee, wife of Mr. 
David Blee, General Manager of the 


London Midland Region, presented the 
trophy, a shield, to the St. Pancras Goods 
Department team, winner (with 4804 
marks) of the Regional ambulance com- 
petition held at Bellevue, Manchester, last 
week. Camden was second, with 4703 
out of 600. 


Test bay for engines up to 140 b.h.p. at the Ruston & Hornsby research centre 
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First Engine from New 
Cummins Plant in Scotland 


Less than six months after the start of 
cperations, the first high-speed diesel 
engine was completed on May 9 at the new 
£1,500,000 plant being set up by the Cum- 
mins Engine Co. Ltd., at Shotts, Lanark- 
shire. 

[he plant is operated by the British sub- 
sidiary of the Cummins Engine Co. Inc., 
of Columbus, Indiana, U.S.A. It covers an 
area of 150,000 sq. ft., and is the first pro- 
duction unit to be established outside the 
U.S.A. by the parent company. 

The company has also established a 
Sales, Division at 34, St. James’s Street, 
London, S.W.1. 

The objective of the new Cummins 
company is to manufacture a wide range of 
British-built, high-speed, diesel engines in 
the 200-335 h.p. range to meet the growing 
needs of world markets. The engines will 
be supplied to manufacturers of earth 
moving equipment, contracting and indus- 
trial units, shunting engines, railcars, and 
road vehicles, and to the marine industry. 


Export Programme 

The delivery of the first 335-h.p. engine 
to Euclid (Great Britain) Limited marks 
the start of a production centre in the 
Lanarkshire area which will employ local 
labour to produce British-built Cummins 
diesel engines for a world-wide market. 
The first consignment of Cummins-powered 
Euclid units will shortly be on its way to 


Canada. Further orders for engines have 
already been received from France and 
Spain, and it is estimated that 75 per cent 
of Cummins’ total output will be for 
export. 


The new company has already set in 
motion a training programme which in- 
volves sending selected members of its 
staff to the parent company in Indiana 
to undergo specialised instruction. 
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At the new Cummins Engine Co. Ltd. plant at Shotts, after completion of the first 
high-speed diesel engine 


The Managing Director of the Shotts 
installation, Mr. Don J. Cummins, who 
is also Vice-president (Engineering) of the 
parent company, stated on May 9 that the 
production programme is_ proceeding 
according to the plan announced when the 
company was formed last November, and 
that the estimated export target for the 
first year’s production is £500,000, this 
figure to be doubled in the second year. 

The group in the accompanying illustra- 
tion, taken on the occasion of the com- 











Sir Philip Warter, Chairman of the Southern Area Board, accompanied by Mr. P. A. 
White, Assistant Operating Superintendent (Modernisation), at Cannon Street, where 
he inspected the working, including that of the new Hastings line diesel trains 


pletion of the first engine, includes (on 
left) Mr. D. J. Cummins, Managing Direc- 
tor, Cummins Enginé Co. Ltd.; and, next 
to him, Mr. Bob Ruggles, Works Manager 
& Director, Euclid (Great Britain) Limited; 
on the extreme right is Mr. C. B. Foster, 
General Sales Manager, Cummins Engine 
Co. Ltd., with (on his right) Mr. James 
Dunn, Purchasing Agent, Euclid (Great 
Britain) Limited. 





Staff and Labour Matters 
Engineering and Shipbuilding Pay 


The leaders of the C.S.E.U. met the 
shipbuilding and engineering employers on 
May 16 to negotiate improved rates of 
pay for shipbuilding and _ engineering 
workers. The Court of Inquiry, which re- 
ported on the pay disputes concerning 
these two industries, recommended alterna- 
tive increases in pay, an increase of 8s. 6d. 
without conditions or an increase of IIs. 
provided there was a 12-month standstill 
on wage demands and co-operation in 
ending certain restrictive practices and the 
prevention of loss of working time. 

The decision to enter into further 
negotiations with the employers followed 
lengthy discussions by representatives of 
the C.S.E.U. at York last week, and it 
was a compromise between the two con- 
flicting groups—those who favoured the 
Court’s suggestion of an 11s. rise with a 
12-month standstill on wage claims, and 
those who opposed any offer that had 
“strings ” attached to it. 


SUCCESSFUL WESTINGHOUSE BRAKE ISSUE. 
—Some 984 per cent of the 1,777,356 ordi- 
nary £1 shares issued by Westinghouse 
Brake & Signal Co. Ltd. at 35s. a share 
have been taken up under provisional allot- 
ments. Few shares remained to satisfy 
applications for over 800,000 excess shares. 
Allotments to such applicants, where made, 
have accordingly been drastically scaled 
down. 
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Contracts and Tenders 


The British Transport Commission 
announces the placing of the following 
contracts in connection with the moderni- 
sation plan for British Railways :— 
Diesel multiple-unit trains 

Metropolitan-Cammell Carriage & 

Wagon Co. Ltd., Saltley, Birmingham: 

80 motor-cars and 80 driving-trailer 

cars 

Cravens Limited, Darnall, Sheffield: 

48 motor-cars and 48 driving-trailer 

cars 
Diesel shunting locomotives 

Drewry Car Co. Ltd., London, E.C.2: 

14 204-h.p. 0-6-0 diesel-mechanical 

locomotives—12 for North Eastern 

Region and two for Eastern Region 

Andrew Barclay Sons & Co. Ltd., 

Kilmarnock: One 153-h.p. 0-4-0 diesel- 

mechanical locomotive for Eastern 

Region, and 15 204-h.p. 0-4-0 diesel- 


mechanical locomotives for Scottish 
Region 

North British Locomotive Co. Ltd., 
Glasgow: 25 200-h.p. 0-4-0 diesel- 
hydraulic locomotives for Scottish 


Region 

Hunslet Engine Co. Ltd., Leeds, 10: 
12 200-h.p. diesel-mechanical loco- 
motives for Scottish Region 

Freight rolling stock 

Birmingham Railway Carriage & 
Wagon Co. Ltd., Smethwick: 16 20-ton 
ballast brakevans with plough for 
North Eastern and Eastern Regions. 
These vehicles are fitted with a retract- 
able plough for ballast spreading 

Fairfield Shipbuilding & Engineering 
Co. Ltd., Chepstow, Mon: Three 60-ton 
flat wagons for Eastern and North 
Eastern Regions. 


The British Transport Commission has 
placed contracts with five firms for 22 
lightweight diesel rail buses for use on 
rural services. No rigid design specifica- 
tion has been issued so as to enable the 
firms to make an individual approach 
within the limits of maximum dimensions, 
performance required, and brief details of 
seating and fittings. Each rail bus will be 
powered by a single under-floor engine of 
between 112 and 150 h.p., providing a 
maximum speed of about 55 m.p.h., and 
has seating capacity for 46 to 54 passen- 
gers according to type. The vehicles will 
have air-operated brakes and ‘some will be 
fitted with couplers for use with trailer 
coaches if required. The contracts have 
been placed as follows :— 

Bristol Commercial Vehicles Limited, 
Brislington, Bristol 4: two lightweight 
diesel rail buses 

Park Royal Vehicles Limited, London, 
N.W.10: five lightweight diesel rail 
buses 

A.C. Cars Limited, Thames Ditton, 
Surrey: five lightweight diesel rail buses 

D. Wickham & Co. Ltd., Ware, Herts: 
five lightweight diesel rail buses 

Waggon und Maschinenbau, G.M.B.H., 
Donauworth, Germany: five lightweight 
diesel rail buses. 

It is expected that the lightweight diesel 
rail buses will be introduced early next 
year in the Eastern, London Midland, 
Scottish, and Western Regions of British 
Railways. 


The British Transport 
South Wales Docks, has 
following contracts :— 
Stothert & Pitt, Limited: supply. 
delivery, and erection of 20 6/3-ton 
electric cranes, Newport Docks 
Ransomes & Rapier, Limited: sunply 


Commission, 
placed the 


and delivery of two _ diesel-electric 
mobile cranes, Newport Docks. 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, has received a call from Brazil for 
30 diesel-electric, or diesel-hydraulic loco- 
motives, one-metre gauge. 

The issuing authority is the Viacgdo 
Férrea do Rio Grande do Sul (Rio 
Grande do Sul State Railways). The 
Railway would wish to maintain at the 
factory, during the construction of the 
locomotives, an inspection and _ tuition 
team. The contracting firm must furnish 
at its own expense technical assistance 
for at least one year after delivery of the 
last locomotive. Prices f.o.b, port of 
embarkation should be shown together 
with cost of freight, insurance, etc. ‘ferms 
and conditions of payment, with and 
without credit, should be shown. Credit 
terms should cover period of not less than 
5 yr. A deposit, or bank letter of guaran- 
tee, to the value of Cr$200,000 will be 
required as a guarantee for the eventual 
signature of the contract. Competing 
firms should submit their tenders to the 
Viacdo Férrea, through their established 
representatives, on August 6, 1957. 
Technical specifications may be obtained 
on application to the Eng. Chefe do 
Departamento de Materiais, Viacdo 
Férrea do Rio Grande do Sul, Av. Farra- 
pos 119, Porto Alegre, Rio Grande do Sul, 
Brazil, to whom inquiries should be ad- 
dressed. A copy of the tender docu- 
ments, in Portuguese, including drawings, 
is available for loan to United Kingdom 
firms on application to the Branch (Lacon 
House, Theobalds Road, W.C.1). The 
reference ESB/11003/57 should be 
quoted in any correspondence with the 
Branch, 


The Special Register Information 
Service, Export Services Branch, Board of 
Trade, has received a call from South 
Africa for rail spikes as follows :— 

600,000 resilient spikes for fastening 
96-lb. rails direct to sleepers. 

The issuing authority is the Stores 
Department, South African Railways. Bids 
in sealed envelopes, endorsed Tender No. 
A.6562 Rail Spikes, should be addressed 
to the Chairman of the Tender Board, 
South African Railways, P.O. Box 7784, 
Johannesburg. The closing date is May 
24, 1957. A copy of the tender documents, 
including specification is available for loan 
to United Kingdom firms on application 
to the Branch (Lacon House, Theobalds 
Road, W.C.1). A photo-copy set can be 
purchased from the Branch for 9s. Cheques 
and postal orders should be made payable 
to the Principal Accountant, Board of 
Trade. Firms wishing to collect photo- 
copy sets of tender documents are advised 
to notify the Branch in advance of their 
requirements. The reference ESB/ 
11099/57 should be quoted in any corre- 
spondence with the Branch. 


The Special Register Information 
Service, Export Services Branch, Board of 
Trade, has received a call from India for 
100 forged steel wheels and axles. 

The issuing authority and address to 
which bids should be sent is the National 
Coal Development Corporation (P) 
Limited, 1, Council House Street, Cal- 
cutta, 1. The closing date is May 25, 
1957. The tender No. is XR(7)/57. 
Terms and conditions, along with speci- 
fications and drawings, may be had from 
the Chief Purchase Officer, 1, Council 


581 


House Street, Calcutta, 1, on production 
of a cash receipt for Rs.10. No further 
information is available at the Board of 
Trade about this call for tenders. The 
reference, ESB/11497/57, should be 
quoted in any correspondence with the 
wen (Lacon House, Theobalds Road, 
Rk): 


The Special Register Information 
Service, Board of Trade, has received a 
call from India, for signal equipment as 
follows:— 

60 signal post bracket, channel type, 

2 doll, complete with all parts 

1,018 fittings for signal, one arm, type 

A, complete without post, but with four 

— oolts with nuts and washers | in. 

x « 

The issuing authority is the Director 
General of Supplies and Disposals. The 
tender No. is SRIA/24022-H/V(C). Bids 
should be sent to the Director General of 
Supplies and Disposals, Shahjahan Road, 
New Delhi. The closing date is May 22, 
1957. A set of tender documents is avail- 
able for loan to United Kingdom firms on 
application to the Branch (Lacon House. 
Theobalds Road, W.C.1). A photo-copy 
set can be purchased from the Branch 
for 17s. Cheques and postal orders 
should be made payable to the Principal 
Accountant, Board of Trade. Firms 
wishing to collect photo-copy sets of 
tender documents are advised to notify 
the Branch in advance of their require- 
ments. The attention of United Kingdom 
firms is drawn to a booklet issued by the 
Government of India entitled “ Conditions 
of Contract Governing Department of 
Supply Contracts,’ a copy of which is 
available for inspection at the Branch. 
The reference ESB/10764/57 should be 


quoted in any correspondence with the 
Branch. 


_The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, has received a call from India for 
slippers for axleboxes, as follows : — 

360 C.S. slipper for axleboxes to ex. 
B.N.R. LW drg. No. WX 37 alt. nil 
(D.G.S. & D. No. 9095) and to LR.S. 
specn. No. M2/48 class A, grade 1, 
card No, 41/01/0115. 

The issuing authority is the Director- 
General of Supplies & Disposals. The 
tender No. is P/SRI/17626-G/I. Bids 
Should be sent to the Director-General 
of Supplies & Disposals, Shahjahan Road, 
New Delhi. The closing date is May 24, 
1957. A_ set of tender ducuments includ- 
ing drawing but not specification is avail- 
able for loan to United Kingdom firms on 
application to the Branch (Lacon House, 
Theobalds Road, W.C.1). The attention 
of United Kingdom firms is drawn to a 
booklet issued by the Government of 
India entitled “Conditions of Contract 
Governing Department of Supply Con- 
tracts.” Reference ESB/11538/57 should 


be quoted in correspondence with the 
Branch. 


The Special Register Information 
Service, Export Services Branch, Board of 
Trade, reports that the Sudan Gezira Board 
invited tenders for the supply of 400 goods 
wagons of nine-ton capacity to specifica- 
tions and conditions which can be supplied 
on request to the Assistant General Man- 
ager (Supplies), Sudan Gezira Board, 
Barakat. The closing date is June 1, 1957. 
No further information is available at the 
Board of Trade about this call for tenders. 
The reference ESB/11441/57 should be 
quoted in any correspondence: with the 


Branch (Lacon House, Theobalds Road, 
W.C.1.). 





Notes and News 


The Transportation Club.—A club cock- 
tail party was held at 44, Wilton Crescent, 
S.W.1, on May 7, when the Chairman of 
the club, Major-General G. S. Szlumper, 
received the guests 


Parliamentary Secretary Visits Swindon 
Works.—Mr. G. R. H. Nugent, Joint 
Parliamentary Secretary to the Minister 
of Transport & Civil Aviation, recently 
visited Swindon Works, Western Region, 
and also the Sudbrook Pumping Station 
(Severn Tunnel), and the installation at 
Margam. He was accompanied from 
London by: Mr. K. W. C. Grand, General! 
Manager; Mr. A. C. B. Pickford, Chief 
Commercial Manager; Mr. S. G. Hearn, 
Chief Operating Superintendent; Mr. 
M. G. R. Smith, Chief Civil Engineer: and 
Mr. C. J. Rider, Public Relations & Pub- 
licity Officer, British Railways, Western 
Region [he accompanying illustration 
shows (left to right): Messrs. R. , 
Smeddle, Chief Mechanical & Electrical 
Engineer, Western Region; G. R. H. 
Nugent; C. J. Rider; Captain F. V. 
Corfield, M.P., Parliamentary Private 
Secretary to the Joint Parliamentary Secre- 
taries; Messrs. K. W. C. Grand; A. C. B. 
Pickford; and R. B. Hoff, Stores Superin- 
tendent. 


Anglo-Irish Railway Officers’ Golf Contest. 
—The annual golf match between members 
of the Coras lompair Eireann and G.W.R. 
(London) Golfing Societies for the K.W.C. 
Grand Cup was played at Tehidy Park, 
Cornwall, on May 4, and resulted in a win 
for the G.W. Society by 34 matches to 2}. 
The accompanying illustration shows (left 
to right) 

Front row: Messrs. J. W. Davis (Cap- 
tain), C.I.E.; S. B. Taylor, Chief Secretary, 
B.T.C.: F. Lemass, General Manager, 
cAz r. C. Courtney, Chairman, C.I1.E.; 
K. W. C. Grand, General Manager, Wes- 
tern Region; C. R. Dashwood, W.R.; Sir 
Leslie Ford, General Manager, Port of 
London Authority; J. D. Swain (Captain), 
Treasurer, W.R.; and F. C. Hockridge, 
W.R.; 

Back row: Messrs. A. K. McAuley, 
C.1LE.; Dr. D. Hegarty, Chief Medical 
Officer, C.I.E.; Messrs. D. W. M. Wilson, 
Asst. Road Motor Engineer, W.R.: R. A. 
Smeddle, Chief Mechanical & Electrical 
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Mr. G. R. H. Nugent and officers of the Western Region on a visit to Swindon Works 


Engineer, W.R.; D. Collins, C.I.E.; A. 
Malcolm, Chief Accountant, C.I.E.; K. F. 
McAlpin, W.R.; Dr. T. Courtney, Medical 
Officer, C.I.E.; Messrs. D. Herlihy, Chief 
Engineer, C.I.E.; S. Dale, W.R.; R. L. 
Charlesworth, Asst. to General Manager, 
W.R.; H. Shipton, W.R.; Dr. C. T. Newn- 
ham, Regional Medical Officer, W.R.; 
Messrs. C. J. Rider, Public Relations & 
Publicity Officer, W.R.; D. Stewart, Traffic 
Manager, C.I.E.; J. Glendon, C.1E.; R. 
Baker, C.I.E. 


British Engineering Mission to Canada.— 
A reception was held at the headquarters 
of the Council of British Manufacturers 
of Petroleum Equipment, Knightsbridge, 
London, on May 9, to meet the members 
of the technical, economic, and goodwill 
mission before they leave for Canada. 
In referring to the object of the mission, 
Mr. J. M. Storey, the leader, said that the 
oil equipment industry in this country had 
grown to such a great size that today the 
whole of the equipment needed to build 
a refinery, and more than 80 per cent of 
the drilling equipment normally used, 


could be obtained in Britain. The 
knowledge of this expansion must be con- 
veyed to everybody in the oil industry. 
Mr. T. M. Burns, Commercial Secretary 
to the High Commissioner tor Canada, 
extended good wishes to the members of 
the Mission. Mr. E. J. Erroll, Parlia- 
mentary Secretary to the Board of Trade, 
replied on behalf of the guests. 


Austins Considering Building Diesel 
Trains ?—It is reported that the Austin 
Motor Co. Ltd. is considering turning 
over part of the Longbridge Works to a 
new production project. This is thought 
to be concerned with the production of 
parts for or possibly complete coaches 
for diesel trains. 


R.H.A. Annual Luncheon.—Some 530 
members and guests attended the annual 
luncheon of the Road Haulage Associa- 
tion at Grosvenor House, London, on 
May 14. In proposing the toast ‘“ The 
Road Haulage Association,” Mr. Harold 
Watkinson, Minister of Transport & Civil 
Aviation, paid tribute to the assistance 


The teams after the annual golf match between members of the Coras Iompair Eireann and G.W.R. (London) Golfing Societies 
at Tehidy Park, Cornwall 
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received in the recent difficult period from 


Mr. R. G. Crowther, National Chairman, 
and Mr. R. Morton Mitchell, Chief Execu- 
tive Officer and Secretary of the R.H.A. 
Petrol rationing had gone rather bette: 
than had been expected and had hurt 
much less than had been feared. It was 
not the Government view that the use of 
the Suez canal was a decided issue—in the 
end it was the customers who called the 
tune. In reply, Mr. Crowther referred to 
the recent wage award in the industry and 
the permission granted for some goods 
vehicles to run at 30 instead of 20 m.p.h 
Customers, drivers, and road _hauliers 
would all share in the increased produc- 
tivity. He asked the Government again to 
reconsider taxes on road transport. The 


toast of “ The Guests” was proposed by 
Mr. R. N. Ingram, a Vice-Chairman of 
the R.H.A., and Lord Brabazon of Tara 


responded on behalf of the guests. 


The Fuel Oi Tax.—The name of Mr. 
Thos, Gray and the designation of Mr. R 
Morton Mitchell were transposed in error 
in the list of signatories to the joint letter 
on this subject on page 530 of our May 10 
issue. Mr. Morton Mitchell is Chief 
Executive Officer, the Road Haulage 
Association Limited, and Mr. Gray is Hon 
Secretary & Treasurer, the Scottish Road 
Passenger Transport Association. 


B.R.S. Rates Increased.—British Road 
Services announced on May 13 that, in 
face of accumulated increases in costs 
arising from wage awards, fuel, tires, and 
other items, they had no alternative but 
to increase charges. They will increase 
charges over operations as a whole so as 
to produce an overall increase of approxi- 
mately 74 per cent on the revenue derived 
from the charges in force before Decem- 
ber 6, 1956, and that the new charges 
must be applied from May 20. The 24 per 
cent increase in force since April 15 as a 
provisional increase pending the settlement 
of wage negotiations is to be discontinued 
with the introduction of the new charges 


Serck Diesel Cooling Advances on Show. 
—An exhibition, designed to coincide with 
the period of the B.I.F., which ends today, 
has been arranged at the works of the 
Serck Radiators Limited, Birmingham, to 
show new developments and to give some 
idea of the research which is carried out 
to ensure reliability and efficiency of the 
company’s products. The latest develop- 
ment is the Serck-Behr hydrostatic fan 
drive which incorporates a thermostically- 
controlled hydraulic pump and motor, 
which varies the fan speed according to 
the engine cooling demand. Another 
development which was seen was a self- 
contained cooling group designed for 
simple installation; research work being 
carried out included vibration, pressure, 


wind tunnel and fouling tests on radiator 


and pressure charge cooler sections. 


“The Gipsy Baron.”—Last week the Lon- 
don Midland Region (London) Amateur 
Musical Society presented at the Scala 
Theatre “The Gipsy Baron” by Johann 
Strauss. The title role was played admir- 
ably by William Taylor and Joan Brandley 
gave a most sympathetic performance as 
Saffi, the Gipsy Princess. Comedy was 
provided by John Allcock as Kalman 
Zsupan, the Mayor, and George Harrison 
as Otto, his Factotum. The interpretations 
of Arletta, Zsupan’s daughter, by Doreen 
Wiggins; Mirabella, the Mayor’s house- 
keeper, by Judith Pearson: and Czipra, the 
Queen of the Gipsies, by Rita Smith, were 
all of a very high standard. Other principal 
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parts were excellently played by Richard 
Rayment as Count Kareska, Cyril How- 
croft as Graf Peter Homonoy, and Wallace 
Glover as the Captain of the Hussars. 
Much praise is also due to the chorus, the 
dancers and the Buckhurst Light Orchestra. 
A great deal of the credit for a most 
enjoyable evening must go to Harold 
Sharples as the Producer; Charles Brill, 
the Musical Director, Mona Maie Row- 
son who was responsible for the choreo- 
graphy, and to all those behind the scenes. 


Benton & Stone Limited.—Benton & Stone 
Limited, manufacturers of pneumatic and 
lubrication equipment for industry, held 
the premiére of their colour film “ Air 
Controlled” at the Midland Hotel, Bir- 
mingham, on May 8. The film suggests 
ways of increasing the productivity of a 
factory by relatively low expenditure on 
air cylinders and control valves. There 
was also a small working exhibition of 
pneumatic equipment on view, which was 
later open to the public with film shows 
at regular intervals. 


British Railways Amateur Boxing Cham- 
pionships.—The inter-Regional finals of 
the British Railways Amateur Boxing 
Championships were held at the Royal 
Albert Hall, London, on May 9. The 
challenge shield was won by the North 
Eastern Region with 28 points; the 
Southern Region was second with 25 
points, and the London Midland Region 
third with 17 points. At the conclusion 
of each bout of the finals, the awards were 
presented by Sir Brian Robertson, Chair- 
man of the British Transport Commission 
and President of the British Railways 
Amateur Boxing Association. 


New Liverpool Office for B.T.C. Com- 
mercial Advertising Service.—The accom- 
panying illustration shows a group taken 
at the recent reception at the Adelphi 
Hotel, Liverpool, to mark the opening of 
the new offices at Spinney House, Liver- 
pool, of the British Transport Com- 
mission Commercial Advertising Service, 
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referred to on page 554 of our May 10 
issue (left to right): Messrs. George Dodson 
Wells, Chief Commercial Advertising 
Officer, B.T.C.; A. Morrow, Liverpool 
Chamber of Trade; T. C. Byrom, District 
Passenger Manager, Liverpool, London 
Midland Region; D. L. Steiner and A. 
Steiner, of Steiners Limited; S. Broadbent, 
manager of the new office; and J. Dyson, 
Liverpool Chamber of Trade. 


New London Offices of George Ellison 
Limited and Tufnol Limited. — The 
associated companies of George Ellison 
Limited and Tufnol Limited announce that 
on May 20 their respective London Offices 
in Victoria Street, will be transferred to 
Ellison House, Connaught Place, London, 
W.2. From this building will be conducted 
the Southern Area sales and _ technical 
service for Ellison switchgear and hydraulic 
valves, and for Tufnol, the non-metallic 
material for engineering components. The 
telephone number for both companies 
will be Ambassador 3121 and the tele- 
graphic address: Starters, Telex, London 
(for George Ellison) and Tufnol, Telex, 
London. 


Plans for Company to Study Channel 
Tunnel.—Plans to form a new company or 
syndicate, in which the Suez Canal Com- 
pany would have a “very substantial 
interest,” to study a Channel Tunnel pro- 
ject, were outlined to shareholders of the 
Channel Tunnel Company at its annual 
meeting in London on May 6. Mr. Leo 
d’Erlanger, the Chairman, said his com- 
pany proposed to keep 20 to 30 per cent 
of such a “study company,” and hoped 
that French interests wou!d match this 
share. Room was being left for United 
States participation. A brochure issued to 
shareholders stated that present plans are 
for three tunnels: twin railway tubes each 
17 ft. wide connected at intervals by 
passages, and a drainage tunnel about seven 
to 10 ft. wide. The rail tunnels would 
run from just behind Folkestone for five 
miles to the north-east at an acute angle 
to the coast. and pass under the shore at 


At the reception at the Adelphi Hotel, Liverpool, to mark the opening of the new 
Liverpool offices of the British Transport Commission Commercial Advertising 
Service 
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Shakespeare Cliff, near Dover 
then change direction 
the south-east, then due east, crossing the 
French coastline at Sanat. near Calais. 
They would curve sharply round to travel, 
still underground, for a further seven miles 
almost due south, emerging three miles 
north of Marquise between Calais and 
Boulogne. 


They would 
in a wide curve to 


April Steel Production.—Steel production 
in April was at the rate of 430,000 tons 
a week. The strike of engineering workers 
continued to affect steel production in the 
first week of the month and it is estimated 
that about 50,000 tons of output was lost 
during the whole period of the strike. Pro- 
duction in April was also affected by the 
Easter holidays. Pig iron output at the 
rate of 277,400 tons a week was slightly 
higher than in any previous month. 
Railway Letters 
Talyllyn Railway 
majority of the 


on the Talyllyn.—The 

has now joined the 
railways in Great Britain 
and Northern Ireland in the acceptance 
of letters for conveyance by passenger 
train. The extra fee payable, up to 2 oz., 
is 1ld. and an attractive series of stamps 
has been prepared for affixing to letters 
originating on the Talyllyn. ‘The letter or 
card, which must already bear the usual 
postage stamp, is handed in at the booking 
office, where the additional stamp is 
affixed and cancelled, after which the letter 
or card is conveyed to any other station 
on the railways party to the agreement, to 
be called for, or, if desired, to be posted 
for local delivery. The stamps, each of 
which includes a scene on the railway, are 
likely to be of interest to collectors, as 
there will be six different railway scenes 
varied by different combinations of colour 
printing. All stamps will have a face value 
of 1ld. The new guide to the railway and 
a timetable leaflet have now been pub- 
lished and can be obtained from Mr. 
R. K. Cope, Publicity Director, Talyllyn 
Railway Company, Brynglas, Beckman 
Road, Pedmore, Stourbridge, Worcester- 
shire, at Is. and Id. respectively, postage 
extra. 


Railway Stock Market 


There has been a moderate reaction in 


stock markets after their recent further 
advance, but the lower prices were attri- 
buted more to a falling off in demand than 
to selling which was generally on a small 
scale. Sentiment reflected a number of 
factors, in particular the development of 
divergent views whether an early cut in the 
bank rate is likely, though there is still 
a good deal of talk that a reduction is 
probable. It is hoped that the re-routing 
of ships through the Suez Canal may have 
the effect of speeding up our exports. The 
trade gap widened last month, though 
exports to Canada were a record. 
Canadian Pacifics remained a good 
feature, rising further from $68} to a new 
high record for the year of $714. The 
4 per cent preference stock at £584, and 
the 4 per cent debentures at £70, both 
moved fractionally lower in line with the 
general tendency in_ sterling securities 
which reflected the easier trend in British 
Funds. White Pass shares remained in 
good demand on hopes that the better 
trend in traffics will continue, and at $254 
more than held last weeks advance. 
There has been increased activity again 
in Antofagasta stocks, this time accom- 
panied by a revival of vague talk of pos- 
sible takeover developments, though there 
is no confirmation at all. The ordinary 
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stock has advanced further on balance 
from 354 to 374 and the preference stock 
was at 50 a new high for the year, and a 
gain of 24 compared with a week ago. The 
5 per cent (Bolivia) debentures were 
914xd. 

In other directions, United of Havana 
income stock held its improvement to 84, 
and San Paulo Railway 3s. units moved 
up from 3s. 44d. to 3s. 9d... Brazil Rail- 
way bonds were 6} and Taltal shares 
lls. 9d. Moreover, Mexican Central “ A” 
bearer debentures have firmed up to 7034. 
Chilean Northern 5 per cent debentures 
were 434 and Costa Rica ordinary stock 
244. Dorada Railway ordinary stock at 
584 held steady, awaiting further news 
regarding possible takeover developments. 
International of Central America shares 
were again quoted at $374 and Paraguay 
Central prior stock at 114. 

Among Indian stocks, the quotation for 
Barsi ordinary stock was 184. In other 
directions, Nyasaland Railways shares 
were 12s. 9d. with the 3} per cent deben- 
tures 603. Emu Bay 5 per cent debentures 
were 383 and Midland of Western Aust- 
ralia ordinary stock 84. 

Shares of locomotive builders and 
engineers were generally a few pence better 
than a week ago, though Westinghouse at 
40s. 3d. compared with 4ls.; but the new 
shares were at a premium of 6s. 3d. 
Charles Roberts 5s. shares have been firm 
at Ils. 3d. and Beyer Peacock at 44s. 3d. 
moved 3d. better on balance. Hurst 
Nelson were 36s. 9d. and North British 
Locomotive improved further from 17s. 9d. 
to 18s. 74d. Birmingham Wagon remained 
at 18s. Gloucester Wagon 10s. shares have 
strengthened from 13s. 6d. to 13s. 9d., 
while Wagon Repairs 5s. shares kept firm 
again at 14s. 3d. G. D. Peters were quoted 
at 30s. Associated Electrical at 68s. 3d. 
compared with 68s. 9d. a week ago. 
General Electric eased from 58s. 9d. to 
58s. 3d. and English Electric were 59s. with 
the new shares at 10s. 44d. premium. 

Shares of the Dowty Group strengthened 
to 37s. and British Motor 5s. shares were 
active around 8s. 44d. helped by reports 
that the Austin factory at Birmingham is 
planning during slack periods to produce 
parts for diesel trains. There was good 
demand for Murex shares earlier in the 
week, which gained Is. 9d. at 71s. 3d. 
Tube Investments have been steady at 
Ges: .Gd. TF. Ward remained active 
around 81s. 3d. and Ruston & Hornsby 
were 32s. 3d. Vickers (42s. 9d.) were 
steady following publication of the report 
and accounts. In other directions the 4s. 
shares of the Channel Tunnel Company 
attracted renewed speculative activity and 
rose to 13s. 9d. compared with 9s. 3d. a 
week ago. 





Forthcoming Wises: 


Open currently and until further notice. — 
British Transport Commission: His- 
torical Exhibition “ Transport 
Treasures” in Shareholders’ Meeting 
Room, Euston Station, from 10 a.m. 
to 6 p.m. on weekdays, and 2 to 
6 p.m. on Sundays. Admission 6d. 

May 20 (Mon.) to May 23 (Thu.).—Insti- 
tution of Locomotive Engineers. 
Summer Meeting at Buxton. 

May 31 (Fri.)—The Railway Club, at 320, 
High Holborn, London, W.C.1, at 
7 p.m. Paper on “Some railway 
aspects of railway colour photo- 
graphy,” by Mr. R. E. Vincent. 

June 1 (Sat.) to June 6 (Thu.).—Perman- 
ent Way Institution. Annual Summer 
Convention at Morecambe, Lancs. 


May 17, 1957 


OFFICIAL NOTICES 


PDRAUGHTSMEN required, between 22 and 24 

years of age, with general engineering experience 
in Automobile or Rolling Stock to train as design 
engineers on specialised suspension systems. Excellent 
prospects. Pension Scheme in operation. Situatio: : 
approximately 20 miles south of London.—Apply i 
writing stating age, training, general experience ar d 
salary expected to BOX Y.262, c/o Streets, 110, Oid 
Broad Street, E.C.2. 





REQUIRED for the Central Railway of Peru. 
TANT MECHANICAL ENGINEER. To have 
served mechanical engineering apprenticeship with 
British Railways, Steam or Diesel Locomotive Manu- 
facturers and be a Graduate of the Institute of Mech- 
anical Engineers, preferably with some railway Work- 
shop experience. Must be physically fit for inspection 
trips at altitudes of 15,000 ft. Age 23-30 years. 
Salary—£1,300 per annum plus cost-of-living allowance 
of approximately 20 per cent. Please apply in writing 
to: Peruvian , Transport Purchasing Company Ltd., 

* Rex House,” 38, amine William Street, E.C.4. 


ASSIS- 





REFQUI RED for the Central inal of Peru. 
ASSISTANT ELECTRICAL ENGINEERS 
(DIESEL) to have served an Electrical Engineering 
apprenticeship with a reputable firm or railway where 
Diesel Locomotives were employed, preferably railway 
company, and be a Graduate of the Institute of Elec- 
trical Engineers. Must be physically fit to carry 
out inspection trips and work periods at altitudes of 
15,000 ft. Age 23-30 years. Salary offered, £1,300 
per annum plus cost-of-living allowance of approxi- 
mately 20 per cent. Please apply in writing to: 
Peruvian Transport Purchasing Company Ltd., 
“Rex House,” 38, King William Street, E.C.4. 

ONDON TRANSPORT require a peeve of 

CIVIL ENGINEERS in connection with their 

New Works Programme; preferably with a University 
Degree or Graduate Membership of a recognised 
professional Institution. Applicants must have had 
experience in preparation of schemes, estimates, 
civil engineering design, contract drawings and docu- 
ments and be capable of controlling staff and super- 
vising works executed by contract. They must have 
had experience in some of the following types of civil 
engineering work—earthworks, drainage, bridging, 
retaining walls, heavy foundations, R.C. works, tunnel- 
ling, general railway construction. Salary range 
according to ability, qualifications and experience, 
from £750 to £1,100. Medical examination; free 
travel. —Applications within 14 days to Recruitment 
and Training Officer tes EV 626), London Transport, 
- - Beonmaey, S.W.1 


THE Niger Nigerian Railway Corporation invites wtiiaes 
tions for the following appointments: 
DISTRICT ENGINEER—Pay £2,350 p.a. consoli- 
dated. Candidates must be A.M.I. C.E. and have 
at least 10 years’ experience of maintenance of 

railway permanent way and works. 

RESIDENT ENGINEER—Pay £2,350 p.a. consoli- 
dated. Candidates, over 35 years of age, must be 
A.M.LC.E., or have engineering degree from 
recognised university, and have wide experience in 
reinforced concrete and steel. Railway experience 
desirable but not essential. 

SENIOR ASSISTANT ENGINEER—Pay £1,575 by 
£50 to £1,775 p.a. plus £300 p.a. Overseas Pay. 
Candidates must be A.M.1.C.E., and preferably have 
had experience in Railway Engineering, bridge work 

and general reinforced concrete construction. 

SUPERINTENDENT OF TRAINING—Pay £1,575 
by £50 to £1,775 p.a. plus £300 p.a. Overseas Pay. 
Candidates, preferably with Railway experience, 
must have passed Parts I and II of A.M.I.C.E. 
examination or equivalent, and must have at least 
five years’ experience in technical instruction of 
engineering apprentices or equivalent experience of 
teaching in a Technical Institute. 

ASSISTANT ENGINEER—Pay £800 by £30 to £1,600 
p.a. eS, £300 p.a. overseas pay. Candidates must 
be A.M.I.C.E. or have passed Parts I and II or 
equivalent and have two years’ Railway engineering 
experience or five years’ experience of general 
construction in connection with a Railway. 

All posts are pensionable, or on contract with gratuity 

of 20 per cent p.a. of total pay—except Resident 

Engineer, which is on contract terms. Tours: 15-month 

tours followed by 15 weeks’ leave in U.K. on full pay 

Allowances: In addition there are attractive allowances. 

Applications to: The London Representative, Nigerian 

wo Corporation, 11, Manchester Square, London, 





WE solicit your enquiries for RAILS, CHAIRS, 

KEYS, SLEEPERS, CROSSING TIMBERS 
etc., and complete installations of Track. The Rail- 
road Plant Supplies Co. Ltd., Wombourn Station 
Sidings, Wombourn, Wolverhampton. Tel. : om- 
bourn 3388. 





ALE OF RAILWAY MATERIAL.—200 Tons 
Serviceable 95 Ib. B.H. RAILS, chiefly in 60 ft. 
a -_"; ——- S.1. TYPE CHAIRED 
SLEEPE ge PLAIN SLEEPERS. 
piety CROSSING TIMBERS. _Serviceable Turn- 
outs, fastenings, etc., to suit. 500 Tons 60/65 Ib. 
Relayable F.B. RAILS together with complete Turnouts 
and Crossings, etc. Delivery Ex Stock subject to 
remaining unsold.—Eagre Construction Co. Ltd 
East Common Lane, Scunthorpe. Telephone: 4513/7 
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